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One of McCormick’s Pacific-Argentine-Brazil Steamships calling 

regularly at Buenos Aires, Montevideo, Rio de Janeiro, Santos, 

Bahia and other ports on the east coast of South America. Other 

regular McCormick services include: 

McCORMICK INTERCOASTAL PACIFIC-WEST INDIES 
PACIFIC COASTWISE 





Steamship Company 


461 Market St. 
San Francisco 
DOUglas 2561 
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Pacific Coast Ports at Oakland, Los Angeles, San Diego, Vancouver, B. C., Portland, Seattle, Tacoma, Astoria 
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EXPRESS FREIGHT— U. S. MAIL— REFRIGERATOR — PASSENGER SERVICES 


PHILADELPHIA NEW YORK LOS 


Schedule 
WESTBOUND 


From Philadelphia 


Santa Cecilia — Feb. 21 
Santa Paula — Feb. 27 
Santa Ana — Mar. 7 


From New York 


Santa Lucia — Feb. 17 
Santa Cecilia — Feb. 23 
Santa Paula — Mar. 3 


ALAMEDA, Howard Terminal 
BUFFALO, 62 Rosedale Ave., Hamburs, N. Y. 
CHICAGO, 230 No. Michigan Ave. 








“PHENOMENAL” 


says Detroit Shipper 
of our L.C.L. Service 


Lackawanna 


Railroad 





Ship Via the Famous “Santa” Fleet 


ANGELES SAN FRANCISCO = OAKLAND ALAMEDA _—* VICTORIA, B.C. —- SEATTLE 


COMING!!—s.s. SANTA LUCIA Schedule 


Third of the Four New Super Liners , aire 
= = From Seattle—Victoria 
Santa Lucia — Mar. 13 
Santa Paula — Mar. 27 
if From Oakland—Alameda 
f = a =. ; 1 Santa Rosa — Feb. 16 
7 Santa Elisa — Feb. 22 


From San Francisco 






Santa Rosa — Feb. 17 
: —S.- = — Santa Elisa — Feb. 23 
; : png From Los Angeles 
Feb Santa Rosa — Feb. 18 
Sails Philadelphia, eb. 1 13 “via York, Feb. 17 Santa Rosa = — Feb. 18 
CLEVELAND, Central United Bank Bldg. OAKLAND, Howard Terminai SAN FRANCISCO, 2 Pine St. 

LOS ANGELES, 548 So. Spring St. PHILADELPHIA, Pier 40, South SEATTLE, 1308 Fourth Ave. 

NEW YORK, 10 Hanover Square PiTTSBURGH, Henry W. Oliver Bldg. VICTORIA, 817 Government St. 


A Detroit shipper found that fourth— and even fifth-day deliveries in 
Jersey City often resulted in “criticism from customers” and “‘loss of an 
order”. Then the shipper tried our L.C.L. Service, and found his goods 
being delivered in two and three days. Here’s what he says about it: 

“We believe the third day deliveries to be excellent, as that is the 
time required on shipments via Railway Express Agency, but on the 
second day deliveries, we feel the service to be shemnmmendl, as first 
class mail just betters that time by a matter of a few hours.” 

Make use of the Lackawanna Terminal Warehouses. Rail Siding 
and Local L.C.L. Freight Station in same building save unnecessary 
cartage expense on rail shipments. 


LAC KAWANNA 
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3 Unparalleled. 
Effici 


Here at the largest deepwater terminal on the 
Atlantic coast 15 ocean-going cargo carriers 
can be berthed and worked simultaneously. 
Eleven railroad sidings run the entire length 
of the piers. Direct transfer ship to rail and 
waterside storage eliminates one or more 
handlings and drayage costs. Two re-enforced 
concrete and steel structures equipped with 
automatic sprinklers provide 1,000,000 square 
feet of excellent storage space. The railroad 
yard has a capacity for over 500 cars. 
25 acres, adjacent to the piers, are devoted 
to the storage and distribution of lumber. 


Just completed, a concrete and steel shed of 
3,000,000 board feet capacity for the storage 
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Storing of Bulk and Package Freight 


of kiln dried and finished lumber. This new 
building is served by P. R. R. and Reading 
sidings. Every facility is provided for the load- 
ing and unloading of the railroad cars and 
motor trucks under cover. 


Direct connection with trunk line railroads. 
U. S. Customs bonded storage. Management 
by executives of long experience insures a 
high standard of service and efficiency. 


This terminal offers to the merchant marine, 
shippers, distributors, consignees of export 
and import cargoes a service that cannot be 
surpassed. 


Write for details and tariffs. oF 

THE CHAIN OF 
TIDEWATER 
TERMINALS 
GALLIED INLAND j 


& —, -_ 
TIDEWATER TERMINAL 


10 CHESTNUT ST. PHILADELPHIA 
HARVEY C.MILLER pres. GEO.M.RICHARDSONcew.mcreraras. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of ‘the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give.the sort of 
service that will justify employing them. 





RATES AND COMMODITY PRICES 


K are not opposed to the theory that there should 

be some relationship between freight rates and 
commodity prices, as some who have read what we have 
had to say on this subject have supposed. We realize 
that there is a strong argument, on the surface of things, 
for reduced rates in face of falling commodity prices. 
One may well ask why freight rates should stay up while 
practically all other prices are falling. But we do think 
there are elements in the present situation that call for 
consideration before making any such general pronounce- 
ment. 

In the first place, the railroads themselves are to be 
considered. What would happen to them—and we are 
considering them now, not from the point of view of their 
own interest, but from the point of view of the public 
need for them—if their rates were forced down now to a 
level commensurate with present day commodity prices? 
Does anyone at all conversant with the situation see any 
possibility that they would not be broken down? The 
only thing that could be urged against such a conclusion 
would be that lower rates would bring them more busi- 
hess. More business would have to come from one of two 
sources or both—new business brought forth by lower 


February 11, 1933 


Number 6 





rates and business regained from the motor trucks and 
other competitors. 

How much new business—business that is not now 
moving by some means—would flow from reduced rail 
rates? We should like to hear some figures. We know 
what railroad traffic men think, and we think they know 
their business, and we know what some individuals who 
are not railroad traffic men think—but we do not believe 
these latter know. We should like to hear some argu- 
ments on their side based on something other than hope 
and self interest. 

As to the business that would come to the rails from 
their competitors, is there anyone so ignorant of present 
day conditions as to suppose that these competitors would 
not at once cut their rates to meet reduced rail rates, so 
that the relationship would remain as at present? 

In the second place, the demand for reduced rail 
rates ought not to be made by anyone who is not willing 
to admit that the railroads are suffering from unfair 
conditions and to do what he can to remove those condi- 
tions. We are speaking of unfair competition from un- 
regulated steamships, government-operated waterway 
transport, and unregulated motor vehicles—the unfair 
competition from the latter being due, not only to the 
lack of regulation, but to the fact that their roadway is, 
in part, paid for by the public. There is something un- 
fair in asking or expecting reduced rail rates to meet the 
level of commodity prices when high rates are necessary, 
in part, because of government policies that make it nec- 
essary for the railroads to get what they can on the busi- 
ness they retain because so much of their business is lost 
to favored competitors. 

Again, before we demand that rail rates meet com- 
modity prices, there ought to be some consideration given 
to the causes of lower commodity prices. It may be that 
those lower prices are not necessary, in all cases, but are 
brought about, to some extent, by foolish policies on the 
part of the industries themselves. Here is a case in point: 

A man well known in industrial traffic circles has 
been campaigning for reduced rail rates on the theory 
that they are now out of line with commodity prices. He 
wrote to the traffic manager of another concern in the 
same industry soliciting support. This traffic manager 
wrote him as follows (with some slight changes in the 
text so as to conceal the authorship) : 


The information you present is interesting, but for our 
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industry to attempt to bring about a general reduction in all 
freight rates to equalize the drop in the price level during the 
past few years is a rather large order. 

The main trouble is not.the level of freight rates, but the 
level of prices, and a general reduction in freight rates between 
all points, even if the carriers could stand for a reduction of 
40 per cent or 50 per cent in the rates, would not benefit, but 
rather harm all of us under present conditions, by increasing 
the competition we will have to meet from other producers out- 
side of our own territory. 

The trouble with not only our people, but most other manu- 
facturers during the past few years, has been that they have 
closed their eyes to conditions and attempted, by cut prices, to 
secure business in their competitor’s territory. We must bring 
ourselves to realize that we are all in the same boat during 
this depression, and that we should stay in our own territory, 
securing the best prices we can for our products while the de- 
pression lasts, and not by cut prices try to steal the business 
in the territory of our competitors. Cutting the price to secure 
business in some other territory that does not belong to us, 
generally does not help us but ruins the business of our com- 
petitor by forcing him to cut his price to hold his future 
business. 

This practice has been going on all over the country, and 
is one of the major reasons for the present low price level. 

To reduce freight rates into the territory of our competitors 
will intensify still further this situation. If you get a reduc- 
tion in rates as you propose into the Atlantic coast territory, 
which, I gather, is not your territory, what will the Atlantic 
coast man do to meet your competition? Will he not cut his 
price to equalize the reduction in freight rates you secure? 

Suggest that you read the report prepared jointly by the 
Association of Railway Executives and American Railway Asso- 
ciation at the request of the National Transportation Commit- 
tee, dated Washington, D. C., December 7, 1932. Out of 162 
Class I roads operating 242,000 miles of road, 130 operating 
212,000 miles during the first eight months of 1932 operated at 
a loss of over $255,000,000. 

What we all need is not a reduction in freight rates, but 
an increase in commodity prices. Also, of course, an increase 
in business in our own territory. 


For ourselves, we are unwilling even to consider the 
demand for reduced rail rates on the commodity price 
argument or any other argument until our governmental 
policy toward the railroads has become fair, and we are 
unable to take seriously the alleged public spirit on the 
part of those demanding such reductions until they do 
their part toward bringing about a condition of equality 
before the law. Only when competitive conditions among 
the various kinds of transport—so far as government is 
responsible for them—are made equal, can the subject of 
the proper level of rail rates be considered sensibly and 
clearly. 


THE CAUSE AND THE CURE 


HERE has come to our attention a little pamphlet 

written by W. L. Brann, of New York, who, we are 
told, is an advertising man. He gives his plan for “truck 
control.” We know nothing about his qualifications to 
speak on this subject, but he understands principles, at 
least—and that, as he points out, seems to be the most 
difficult of all things for the ordinary person or most 
persons to understand. “The human mind,” he says, “has 
a queer dislike for simplicities—for solving simple prob- 
lems in a simple way. Few people can see a principle. 
They must have a clutter of facts.” That is our observa- 
tion also. 

The question, he points out, is “just why have our 
freight cars wandered from their rails and now, on rub- 
ber wheels, congest our streets, tear up our highways and 
bridges at an expense of untold millions a year?” He 
gives the answer as “free right of way.” The cure, he 
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says, is to make the trucks and busses pay for their use 
of the highway. He sets out a method for doing this. 

His method may not be the best one or even a good 
one and he may overestimaate the extent to which the 
motor vehicles fall short of paying the proper amount for 
their use of the highway, but undoubtdly he sees the 
problem correctly. If he had added to his treatment of 
payment for use of the highways a similar one of the sub. 
ject of equalization of regulation he would have done 
rather a complete job. He concludes as follows: “It’s (his 
plan’s) greatest difficulty will prove to be its simplicity. 
It is almost impossible to reason from cause to cure with- 
out attempting to treat symptoms. The cause of the truck 
problem is the free right of way. The only cure is to 
make the truck pay its own way. It will be difficult—it 
is so simple.” 


AIN’T FIGURES WONDERFUL? 


Tz) AILROADS would benefit in neither their volume 

of traffic nor in their net earnings to any appre- 
ciable extent if all of the traffic that is moving by motor 
truck and motor bus on the public highways now were 
confined to their rails,” says a bulletin issued by the Na- 
tional Highway Users’ Conference. 

Now, isn’t that wonderful? Everybody knows that 
there are thousands of motor busses and also thousands 
of motor trucks in common and contract carriage of 
freight, and that the passengers number millions and the 
freight tonnage is enormous. And yet, if all these pas- 
sengers and all this freight traveled and moved by rail, 
the railroads would not appreciably benefit either as to 
the volume of their business or their net profits! This 
certainly is a magic kind of traffic—a kind that means 
great volume of business and lots of money for the motor 
vehicles but that, if transferred to the rails, would mean 
appreciably nothing to them. 

What a lot of “hooey” we have to listen to these days 
and to what a lot of fools the persons writing such bulle- 
tins must think they are talking. Of course, what the 
writers of the bulletin mean—or what they would mean 
if they were trying to be accurate—is merely that, in 
their opinion, the volume of freight moving by truck is 
small as compared with the total tonnage; to say that 
it is not appreciable is stretching the truth. Even what 
is meant to be the truth as to the relatively small ton- 
nage carried by the trucks is, we believe, short of the 
real truth, and the truck tonnage is constantly growing. 
As to passengers carried by busses, we know of no figures 
that could even be distorted into meaning what this bul- 
letin says. 


AND NOW WHAT? 


E note with pleasure that the special committee 
of Congress appointed to investigate government 
competition with private business has, among other val- 
uable recommendations on subjects not connected with 
transportation, reported its belief, after careful hearing 


of all interests, that the government waterway service 
(Continued on page 268) 
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Current Topics in 
Washington 





As Congress nears its piddling end, 
one is inclined to think of Irwin S. Cobb’s 
story in which the negro turnkey in a 
southern jail admonished a fellow colored 
man to follow the regular order. 

The other colored fellow was due to 
be hanged in a few hours. Demanding all the consideration 
that custom had built up as the prerogative of the man about 
to suffer death for his misdeed, the prisoner demanded pork 
chops and other delicacies for his last meal. He was so picky 
and choosy that the porter lost patience. 

“Git hung, nigger, git hung!” he exploded. 

It might be suggested that this demand be made not only 


Time to Follow 
the Rule in 
the Cobb Story 


’ of Congress but of more ordinary citizens than one might like 


\ to admit were not following the regular order. 


Instead of 
buckling down to business, lending some of the money laid 
up in the banks, extending the due date of debts, and, in fact, 
following the usual order of normal life, many seem to have 
come to the conclusion that they can help themselves and 
their fellow citizens by doing nothing. They are refusing to 
spend money for anything other than absolute necessities and 
small quantities of them, preferring to allow money to remain 
in banks that are “from 75 to 110 per cent liquid” to lending 
some of it to honest and reliable folks that need some and 
who will repay unless the whole of humanity collapses and 
goes back to barbarism (in which event money would not be 
needed) and waiting for Congress to do something. 

Congress, at best, is a poor stick on which to lean. It 
might be suggested that Congress follows; it does not lead; 
it never has. Members of Congress keep their ears to the 
ground and take their cues from what they hear. In the view 


' of many, there has been enough legislation—some think too 


much. But nobody is going ahead. At least, there are not 
enough to produce a notable effect. Passage of the bill pro- 
viding for a less expensive way of reorganizing sick businesses 
might help some. But there are businesses healthy enough, 


' it might be suggested, to revive things without going through 


cation table might suspect, will not cure evils. 
_ depositor, in a relatively short time, would go bankrupt. 


reorganization. 


Keeping banks highly liquid, anyone knowing the multipli- 
Both bank and 


Determination of big insurance companies not to foreclose 
mortgages, it is believed, will improve things somewhat. But, 
while much is heard about foreclosures, it is submitted that 
more than half of the farms are not in any such danger. In 
fact, a report from Iowa, reliable or otherwise, shows that 
the farmers in that state are not all standing in the shadow of 
the sheriff’s red flag of forced sale. The report said that 55 
per cent of the farms were unencumbered by mortgages and 
that, of the other 45 per cent, only 12 per cent were on the 
verge of foreclosure. It may be, if the figures are accurate, 
that there have been so many foreclosures that more than half 
of the farms are unencumbered—the encumbrances having been 
wiped out by the holders of the mortgages taking over the 
property. It doesn’t, however, seem likely. As to those that 
have gone through foreclosure, there is no debt. 

The point is that the country is so far from having gone 
to wreck and ruin that it is time for those not wholly down 
and out to do more of the “business as usual” program. Some 
may have done too much of the “business as usual” immediately 
after the crash in 1929, but the effect of even that mistake, if 
it was a mistake, should be disappearing. And waiting for 
Congress to act, it might be said, would warrant an admonition 
in the spirit of Cobb’s story, if not in its language—that is, 
get busy and do the things you know you will have to do. 





A red-blooded American who believes 
we have the best form of government on 
earth, even if there are some poor opera- 
tors of its parts, it may be submitted, can- 
not read the opinion written by Associate 
Justice Stone in No. 176, Nashville, Chat- 
tanooga and St. Louis vs. Roy C. Wallace, comptroller of the 
Treasury of the State of Tennessee, without admiration for the 


Vitality and 
Elasticity of 
the Constitution 
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makers and the administrators of the Constitution of this land. 
This has no reference to the issue between the parties. (Else- 
where in this issue.) 

Only that part of the court’s opinion, as set forth by Justice 
Stone, that pertains to the effect, on the jurisdiction of the 
highest court, if any, of the Tennessee statute authorizing the 
courts of that state to render “declaratory judgments,” is in- 
teresting to the student. It is that part that sends a throb of 
satisfaction through the frame of a believer in the adaptability 
of the Constitution to changes in thought and conditions. It 
is that part that gives the lie to those who have been railing 
at the Constituton on the ground that it is a dead hand laid 
on progress. 

That statute authorizes the courts to declare the rights 
of a man who goes to them, “whether or not further relief is 
or could be claimed,’ and says that “no action or proceeding 
shall be open to objection on the ground that a declaratory 
judgment or decree is prayed for.” 

In substance, the statute enables a man to go to court 
asking, “do I have to pay this tax,” without troubling to say 
he needs an injunction agaifist the treasurer seeking to collect 
the tax or a judgment requiring the treasurer to return what 
money he has collected. 

The Supreme Court raised the question whether, in view 
of the simplicity of the proceeding, “a case or controversy is 
presented in view of the nature of the proceedings in the state 
court.” Unless a “case or controversy” was presented, under 
the Constitution, the Supreme Court could have no jurisdiction. 
The court said, not in words, but in substance, that there was 
a case or controversy. Therefore, it took hold of the matter 
and decided it. It said the issues were the same as those which, 
under old forms of procedure, could be raised only in a suit 
for an injunction or one to recover the tax after its payment. 
An then it used these comfortable words: 


But the Constitution does not require that the case or controversy 
should be presented by traditional forms of procedure, invoking only 
traditional remedies. The judiciary clause of the Constitution defined 
and limited judicial power, not the particular method by which that 
power might be invoked. It did not crystallize into changeless form 
the procedure of 1789 as the only possible means for presenting a 
case or controversy otherwise cognizable by the federal courts. When- 
ever the judicial power is invoked a review a judgment of a state 
court, the ultimate constitutional purpose is the protection, by the 
exercise of the judicial function, of rights arising under the Constitu- 
tion and laws of the United States. The states are left free to regu- 
late their own judicial procedure. Hence, changes merely in the form 
or method of procedure by which federal rights are brought to final 
adjudication in the state courts are not enough to preclude review of 
the adjudication by this Court, so long as the case retains the essen- 
tials of an adversary proceeding, involving a real, not a hypothetical 
controversy, which is finally determined by the judgment below. 





Were the matter not so intensely irri- 
tating and destructive of his properly ac- 
quired pride by reason of long and solid 
newspaper service, the affair in which 
David S. Barry, sergeant at arms of the 
Senate, found himself because he had 
stated an opinion about a few senators and representatives as 
a fact, would cause those who know his qualities well to laugh 
heartily. The possibility of “Dave” Barry ever nodding so over 
his work as to write as carelessly as some legislators talk 
(when they have immunity) would not have been admitted by 
the generation of Washington correspondents now disappearing. 

Barry was the chief Washington correspondent of the New 
York Sun when Charles A. Dana was publishing a newspaper 
that was the pride of all newspaper men. He was one of the 
men who trained Richard V. Oulahan, dead about two years, 
who was hailed as the dean of the Washington correspondents. 
But nod he did, thereby affording an opportunity to those he 
had served for fourteen years as sergeant at arms to show how 
impeccable their lives had been. They bounced him out on 
his head, depriving him of an office he would have had to give 
up in a few weeks on account of the political revolution. 


Barry Must Have 
Thought Himself 
a Senator 





Whether he desired to or not, 
President-elect Roosevelt, it is be- 
lieved, has given great encouragement 
to believers in government owner- 
ship. His visit to Muscle Shoals and 
his vision of the whole watershed of 
the Tennessee turned into a land where electricity will be so 
cheap that it will not be worth turning off, night or day, it 
might be suspected, had given them an exaltation exceeding 
even that of a religious enthusiast. 

Yet there are engineers and others who believe that the 
$47,000,000 the government has spent on hydroelectric work 
at Muscle Shoals would supply no more than the city of Colum- 
bus, O., with an adequate volume of electricity. However, the 
prospect appears to be that the money of taxpayers will be 


Encouragement 
for Public 
Ownership Advocates 
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poured into the project, though at this time it seems less of 
an asset than even the government barge line. 

But the electric part of the Muscle Shoals thing seems to 
be more nearly a success than the cyanamid plant, on which 
the government, according to the National Fertilizer Associa- 
tion, has spent $55,000,000. That association, in-a recent state- 
ment, asserted that that plant was obsolete and that a better 
one could be built for between $14,000,000 and $15,000,000. The 
nitrogen plant at Muscle Shoals, according to President Hoover’s 
Muscle Shoals Commission, is “too faulty to be of any possible 
value and is not necessary or suitable for experimental pur- 
poses.” 

Shippers who remember how the government operated the 
railroads in the war period, it is believed, can credit such stories 
of waste in the war period without recalling that the govern- 
ment, in that period, spent something like $630,000,000 without 
getting any of its airplanes into war service on the western 
front. But the gift of gab is the politician’s stock in trade, so 
more millions may be wasted on such projects. 





A recent popular magazine article leav- 
ing the implication that the Commission is 
always an automatic block on anybody in 
the railroad industry who proposes some- 
thing new, it might be intimated, was good 
for its soul. The trouble with those who 
think they have been blocked by the Commission is that they 
reason that always there is this sort of a division: The man 
who wants to do something, on one side, and the Commission 
on the other; or, all the railroads on one side and all the 
shippers on the other. 

Of course, that is not so. Usually the division is this: 
Some shippers and some railroads on one side and some ship- 
pers and some railroads on the other. Pro-railroad and pro- 
shipper are ridiculous terms because they mean nothing to 
anyone who knows anything about the way things shape before 
the Commission in practically everything. 

When the railroads all get on one side, or nearly so, there 
is no automatic block. That, however, is almost as rare a 
situation as a snow storm in July in Louisiana. However, there 
are a few cases of that sort—for instance, No. 23130, intrastate 
rates on coal in Illinois, on a few phases. In that case the hear- 
ing was held by Examiner Trezise October 26 and the case was 
decided November 7, 1932. In that case the railroads asked 
the Commission to bring Illinois coal rates, around Macomb 
and Bushnell, up to the interstate level. The Commission did 
so. Then the railroads found that the coal was going to trucks, 
so they asked the Commission to “crawfish.” It did so, in the 
short time hereinbefore set forth. Generally speaking, the 
Commission becomes a block when the railroads divide, one 
set with its shippers at their back and another set, equally 
well backed, on the other, for a tug of war.—A. E. H. 


Sometimes the 
Commission Can 
Act With Speed 


AND NOW WHAT? 
(Continued from page 266) 

conducted by the Inland Waterways Corporation should 
be discontinued and liquidated by sale to private enter- 
prise. What else could thinking men with any pretense 
at giving unbiased consideration to this subject do? The 
government barge line is one of the most odorous of all 
the government’s ill-smelling interferences in and com- 
petition with private business. It is not only bad of it- 
self, but it confuses the transportation problem in devious 
ways. We have long considered it an abomination. We 
are glad this special committee takes the same view. 

But what will now be done about it? Will Congress 
be influenced and persuaded by the findings of this, its 
chosen committee, reporting after long investigation, 
complete hearings, and careful consideration, or will it 
toy with this subject as it does with most others, listen- 
ing to and filling its records with the idle breathings of 
vain and ignorant members, careless of the public wel- 
fare and seekirg only to stand well with their constitu- 
ents? If Congress were a deliberative body much might 
be hoped for as a result of this report; since it is merely 
a political body, we do not look for much from it. The 
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question is merely whether friends of the government 
barge line—those who profit from it—will muster more 
votes that they can control than will those who oppose 
it. There will very likely be no such thing as sane con. 
sideration on the merits of the question. 

As to further development of inland waterway trans. 
portation, the committee makes no specific recommenda. 
tions, contenting itself with calling the attention of Con. 
gress to the desirability of further study. 

It also took a whack at the parcel post—that gov. 
ernment competition with the express business—suggest- 
ing that the government discontinue its practice of so- 
liciting business and that parcel post rates be placed on 
a basis that will provide revenue to cover the cost of the 
service. It could have done no less; it might have done 
more. 

It remains to be seen whether or not the painstaking 
and intelligent work of this committee, not only as to 
transportation matters but as to others in which the pub- 
lic generally is greatly interested, will bear fruit. 


ABOLITION OF I. C. C. 


The Trafic World Washington Burcau 


The question of doing away entirely with the Commission 
Was raised in the House by Representative Jones, of Texas, 
who offered an amendment striking out the appropriation for the 
Commission when the independent offices appropriation bill was 
under consideration. The amendment was rejected after Mr. 
Jones had submitted his views: 

Mr. Jones said when the Commission was established it was 
very important because the railroads had a practical monopoly 
in the field of transportation. 

“Since that time, however,” he continued, “adequate com- 
petition has developed through trucks and busses, and to a lesser 
degree through airplanes, which will develop. The original basis 
and need for the commission therefore no longer exists. I 
think but one of two courses can be adopted, either bring all the 
different modes of transportation under the one commission, or 
turn them all loose so the railroads, unhampered and unchained, 
may meet the competition of the other means of transportation. 
I regard the latter course more desirable as it is more eco- 
nomical, involves less government activity, and avoids the pos- 
sibility of a commission favorable to the companies keeping the 
rates too high.” 

Representative Jones thought there should be a provision 
to prevent favoritism in rates, to prevent rebates, and probably 
to prevent the same companies from monopolizing the different 
forms of transportation. 

“With all the restrictions now thrown around them,” said 
he, “the railroads do not have a chance, They are absolutely 
helpless as it is. They are hamstrung. At the same time the 
people are helpless with freight rates ruinously high. In many 
instances the rate amounts to as much as the value of the con- 
modity. The people who are paying these exorbitant freight 
rates can not afford to fight a case through the Commission. 

“Why not abolish the Commission and let this situation be 
corrected in a natural way? The present freight rates are in 
many instances prohibitive.” 

Mr. Jones said he offered the amendment for the purpose of 
calling attention to the fact that since the Commission was orig- 
inally established, the whole situation had radically changed 
and that there was not now a monopoly in the field of trans- 
portation. 

“There is open competition,” said he, “which will always 
take care of itself, and there is no necessity, in order to pro- 
tect the public, that there should be a commission fixing the 
rates the railways may charge and forcing them to charge that 
rate whether they find it necessary or not.” 

The amendment was rejected without any other member 
commenting on it. 


DRISCO!).L FOR COMMISSION 
The Texas Senate has adopted a resolution favoring ap- 
pointment of H. D. Driscoll, Tulsa, Okla., to the vacancy on 
the Interstate Commerce Commission. Copies of the resolution 
were sent to Franklin D. Roosevelt, President-elect, and col- 
gressional representatives of Texas. 
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Decisions of Interstate Commerce Commission 





DROUGHT EMERGENCY RATES 


ITH Commissioner Brainerd dissenting, the Commission, 
Wi, division 3, in No. 24755, Henry C. Stuart vs. Norfolk & 
Western, has found unreasonable, unlawful, unjustly discrimina- 
tory and unduly prejudicial, the tariff regulations and their ap- 
plication under which the complainant, a former governor of 
Virginia Who once declined appointment to the Commission, was 
denied the reduced emergency rates on livestock and feed be- 
tween designated territories and Blackford, Va., in effect in the 
drought era between August 14 and November 30, 1930. Rep- 
aration has been awarded for the difference between the emer- 
gency rates and the regular tariff rates'on shipments coming 
within the terms of the emergency tariffs. The former gov- 
ernor has been advised to comply with Rule V of the Rules of 


This is the so-called needy farmer case. In substance the 
former governor was denied the benefit of the reduced rates, 
although he was located within the drought area, because of 
his supposed financial status of considerable wealth. The name 
needy farmer was created by the regulations issued by the 
Secretary of Agriculture to govern county agricultural agents. 
The latter were required by the railroads to approve applica- 
tions for the reduced rates, which were one-half of the regular 
rates, aS a condition precedent to the issuance of transportation 
certificates by the carrier agents. A supplemental regulation 
of September 24, 1930, issued by the head of the Department 
of Agriculture defined a “needy farmer” as an aid to the county 
agents in applying a regulation dated September 3, saying the 
reduced emergency rates were intended “only for those in dis- 
tress, who are faced with an emergency condition due to the 
continued drought.” 

A needy farmer was defined as “a farmer-consumer de- 
pendent in the main upon his farm for his livelihood, whose 
income has been materially reduced and whose ability to pay 
has been lessened thereby on account of the drought.” 

The former governor obtained the reduced rates on some 
shipments of feed. On November 15 outstanding certificates 
held by him were revoked by the Department of Agriculture. 
The complainant protested to the Secretary of Agriculture and 
the railroad. According to the report, he was told that he did 
not come within the definition of a needy farmer and was not 
entitled to the reduced rates. The Commission said it was not 
disputed that the reason given for denying complainant the 
reduced rates was his reputed financial status; that only in his 
case were the reduced rates denied, while other farmers of 
reputed financial ability were accorded the reduced rates. 

Some shipments were made before the issuance of permits 
and while Mr. Stuart was not under the ban as not being a 
needy farmer. He tried to get the permits from the county 
agent who lived in another county 50 miles away and had no 
telephone. 


“It was the duty of the carriers to provide reasonable 
means by which the provisions of the tariff could be complied 
with,” said the Commission’s report on that point. 

Reduced rates were denied on cattle which Stuart moved 
from drought areas on the ground that immediately before 
shipment their ownership had changed. 

“In view of the fact that these cattle were shipped from a 
drought-stricken area to a feeding place,” said the report, “the 
change in ownership was not a justification for denying com- 
Plainant the reduced rates; and the failure and refusal of the 
seca to accord the reduced rates was unreasonable and un- 
awful.” 

Defendants, the report said, took the position that they 
were in no way responsible for denying the reduced rates to 
the complainant, as the government assumed the function of 
administering the rates under regulations set up by the Depart- 
ment of Agriculture. 

“The fact that these regulations were contained in their 
tariffs, irrespective of how they got there,” says the report, 
“precludes the defendants from offering the manner of their 
administration as a defense.” 

After setting forth the facts hereinbefore recited, the Com- 
Mission said, the question arose whether the regulations issued 
by the Department of Agriculture whereby the application of 
the rates was made dependent upon obtaining a permit only 
upon approval of an agent of that department, and which re- 
stricted such rates to so-called needy farmers “were funda- 
mentally repugnant to the act in that they destroyed the equal- 





ity between shippers and receivers of property which the act 
fosters and protects.” 

Section 22 was pleaded in defense. It allows carriers to 
grant reduced rates as relief measures, for the transportation 
of property. 

“It does not relate to a particular person or to particular 
classes in such section” (relief for which is to be given), says 
the report, “and however laudable the purpose in granting the 
reduced rates to relieve distress in the drought stricken areas, 
it was incumbent upon the carriers to conform their acts to the 
law.” 

In all respects, said the Commission, the complainant came 
within the class to which the reduced rates applied, “‘and while 
the record shows that the complainant had sustained heavy 
losses from the drought and could have been classed as a 
‘needy farmer,’ within the Secretary of Agriculture’s definition 
of that term, the restriction of the rates to apply to ‘needy 
farmers’ constituted a discrimination even as between persons 
engaged in farming and was repugnant to the act.” 

“The applicability of freight rates is not dependent on the 
abilty of the shipper to pay,” added the report. 

The Commission said that it was not to be understood as 
its view that the carrier could not lawfully have made reason- 
able rules and regulations with respect to the rates. It said, 
however, that the requirement that the complainant obtain a 
certificate who lived 50 miles away and the requirement of an 
affidavit of ownership were unreasonable and unlawful, and 
complainant’s failure to obtain the certificate and make the 
affidavit did not justify the carriers in refusing him the re- 
duced rates. 

Commissioner Brainerd dissented because the evidence, as 
he understood it, was not sufficient to justify a finding of un- 
reasonableness and that there was no specific proof of pecuniary 
loss actually sustained. 


COMMISSION REPORTS 


Fresh Peaches 


No. 25048, Taylor Produce Co. et al. vs. C. C. C. & St. L. 
et al. By division 3. Dismissed. Rates, fresh peaches, points 
in southern Indiana and Illinois to destinations in Michigan and 
Toledo, O., not unreasonable or otherwise unlawful. 


Fruits, Etc., Fourth Section 


Fourth section application No. 1397, fruits and vegetables 
from California to Idaho. By division 2. Authority granted, in 
fourth section order No. 11113, to continue and maintain rates, 
fruits and vegetables, points in California to destinations in 
Idaho without observing the long and short haul provision of 
the fourth section, over circuitous routes to the Wallace group, 
the same as over the direct route subject to the usual circuity 
limitations and the equi-distant clause of section 4. 


Plate Glass 
No. 25085, Southwestern Sash & Door Co., Inc., et al. vs. 
A. T. & S. F. et al. By division 5. Dismissed. Rates, plate 
glass, carloads, Kokomo, Ind., Ottawa, IIll., and Toledo, O., to 
El Paso, Tex., and Phoenix and Tucson, Ariz., not unreasonable. 


Fibreboard Boxes 


No. 25384, American Box Board Co. vs. Maine Central et al. 
By division 3. Rate, fibreboard boxes, Grand Rapids, Mich., to 
Eastport, Me., inapplicable. Applicable rate found to have been 
60 cents. Reparation on account of a rate of 61.5 cents charged, 
amounting to $11.55, awarded. 


Mine Timber Fourth Section 


Fourth section application No. 14277, mine timbers from 
Missouri to Illinois. By division 2. Carriers authorized, in 
fourth section order No. 11141, to establish and maintain rates, 
mine timbers, caps, props and ties, points in Missouri to points 
in Illinois, on the basis of the lowest rate over any line or 
route, without observing the long and short haul provision of 
section 4, subject to the usual combination and circuity limita- 
tions. Commissioner Tate concurred in waiving the equi- 
distant clause to preserve existing groups out of deference, he 
said, to the views of the majority in Commodity Rates on 
Lumber and Other Forest Products, 165 I. C. C. 561. 


Coal 
No. 24482, Danville Chamber of Commerce et al. vs. C. & 
O. et al. By division 2. Report by Commisisoner Porter. Rates, 
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bituminous coal, over interstate routes, mines in the Pocahontas- 
New River group on the C. & O., N. & W. and Virginian rail- 
ways in the Virginias to Danville and Fieldale, Va., unreason- 
. able to the extent they exceeded or may exceed $2.30 to 
Fieldale and $2.55 to Danville, a net ton. Rates from the 
Kenova, Thacker and Kanawha districts not unreasonable. New 
rates, to which the surcharges may be added, to be effective 
not later than April 10. Reparation awarded. While concurring 
in the result, Commissioner Tate disagreed with the Commis- 
sion’s sustaining of a motion by the defendants against admit- 
ting in evidence testimony about the divisions of joint rates 
on coal. 
Scrap Iron 
No. 23833, American Scrap Material Co. et al. vs. Atlantic 
& Yadkin et al. By division 4. Rates, scrap iron, Orange, Va., 
and points in North Carolina to destinations in Kentucky, Mary- 
land, Ohio, Pennsylvania, North Carolina and the Virginias, un- 
reasonable for the future to the extent that those from North 
Carolina points to Ashland, Ky., Portsmouth, O., East Radford, 
Lynchburg and Portsmouth, Va., and Winston-Salem, N. C., not 
already covered by the order in Brenner vs. A. & Y., 185 I. C. C. 
561, may exceed rates made on the basis of 15 per cent of the 
first class rates under the K-2 scale prescribed in the southern 
class rate revision, in net tons, minimum 40,000 pounds; from 
Orange, Va., to the extent they may exceed 70 per cent of the 
basic scale prescribed in Iron and Steel Articles, 155 I. C. C. 
517, to the points in official territory, rates to be stated in sums 
a long ton; from North Carolina points not already covered by 
the order in the Brenner case, to the extent that they may 
exceed rates, in net tons, on a 40,000-pound minimum, the fol- 
lowing: From Spray, Mayodan, Glen Raven, Enfield, Warren- 
ton, Roanoke Junction, Raleigh, Edenton, Rocky Mount, Kinston, 
and New Bern, $4.45; from North Wilkesboro, High Point, 
Thomasville, Statesville, Ashboro, Lexington, Salisbury, Moores- 
ville, Concord, Albemarle, Charlotte, Monroe, Sanford, Southern 
Pines, Aberdeen, Hamlet, Erwin, Dunn, Fort Bragg, Wallace, 
Hickory, Laurinburg and Lumberton, $4.72; and from Marion, 
Asheville, and West Canton, $5.35. To the rates prescribed for 
the future may be added the present authorized emergency 
charges. An order for the future will be entered. New rates 
effective May 11. 
Hogs 
No. 25133, Irvin Daugherty et al. vs. A. T. & S. F. et al. 
By division 3. Rates, hogs, single-deck cars, Akron and Denver, 
Colo., Gering, Grand Island, Potter, St. Paul, Shelton and South 
Omaha, Neb., and Hawksprings, Wyo., to Los Angeles, Calif., 
unreasonable to the extent they exceeded those found reason- 
able in the Romeo Stores case, 179 I. C. C. 503 and 185 I. C. C. 
I. Reparation awarded. 


Refined Petroleum Products 
No. 25258, Cosden Oil Co. vs. A. T. & S. F. et al. By divi- 
sion 3. Rates, refined petroleum products, Big Springs, Tex., 
and Bristow, Drumright and Yale, Okla., to Helena, Mont., un- 
reasonable to the extent they exceeded 34 cents from Big 
Springs and 30 cents from the Oklahoma points. Reparation 
awarded. 


Bituminous Coal 


No. 24721, Port Gibson Oil Works, Inc., vs. Columbus & 
Greenville et al. By division 3. Dismissed. Rates, bituminous 
coal, Aldrich, Blossburg, Brilliant, Carbon Hill, Coleanor, 
Nauvoo, Oakman, Piper and Straven, Ala., to Port Gibson, Miss., 
not unreasonable. 

Pipe Line Pumps, Etc. 

No. 24465, Prescott Co. vs. A. T. & S. F. et al. By division 3. 
Dismissed. Rates, pipe line pumps and pumping machinery, 
Menominee, Mich., to various destinations in Arkansas, Missouri, 
Kansas, New Mexico, Oklahoma and Texas, not unreasonable or 
otherwise unlawful. 


Loud Speaker Chassis 


No. 24389, Brunswick-Balke-Collender Co. et al. vs. B. & O. 
et al. and No. 24659, Zenith Radio Corporation vs, Grand Trunk 
Western et al. By division 3. Dismissed. Rates and ratings, 
dynamic radio loud speaker chassis, carloads and less-than-car- 
loads, Long Island City, N. Y., to Chicago, Ill., Muskegon, Mich., 
and Dubuque, Ia., and from Rochester, N. Y., to Chicago, Ill. in- 
applicable in certain instances. Applicable rates and ratings 
prior to April 20, 1931, carloads, found to have been second 
class, 16,000 pounds minimum, subject to Rule 34; less than 
carloads, one and a half times first class. Applicable rates and 
ratings not unreasonable or otherwise unlawful. 


Coal 


No. 23653, Staunton Brick Co. vs. C. & O. and cases joined 
with it shown in the original report, 180 I. C. C. 302. By divi- 
sion 5, Error in original report corrected so as to show that 
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Waynesboro, Va., is a station to which a rate of $2.15 on pj, 
minous coal from the New River district is to apply as wel| 
to other points named in the original finding and repeateg ; 
the corrected one. The original order was dated Dec. 19, 1% 


Live Stock Fourth Section 


Fourth section application No. 14240, live stock in offic 
territory. By division 2. Upon further consideration rej 
afforded, in fourth section order No. 10999, on live stock, fp 
the long and short haul part of section 4, between points ; 
central territory, by means of a modification of the author; 
granted in the original report, 186 I. C. C. 457, so as to perm; 
the use of a general rule of circuity limitations in lieu of th 
publication of specific routing. The modification says thy 
where the use of a rule or rules showing rates and maximy 
distances in a manner similar to that authorized in Weste 
Cement Rates, 132 I. C. C. 273 is authorized, in lieu of th 
publication of specific routing between points of origin ay 
destination in central territory, the relief herein shall app 
even though in some instances the circuity of routes over whi 
such rates would apply would exceed the degrees of circuity a 
thorized in a preceding paragraph. The order shows a table (¢ 
rates and distances to be used in applying this additional relic 
not herein reproduced. The distances range from 17 to 1, 
miles. The rates range from 10 to 49 cents. 


Uncorrugated Paper Boxes 
No. 25029, O. A. Smith Agency, Inc., vs. I. C. et al. 3 
division 3. Dismissed. Rate, uncorrugated paper boxes, knocke 
down flat, carloads, Cincinnati, O., to Weeks, La., not unreaso 
able. 


L. C. L. Merchandise 


No. 25027, B. S. Pearsall Butter Co. et al. vs. Alton & Sout 
ern et al. By division 3. Dismissed. Rates charged, variou 
kinds of merchandise, in less than carloads, points in Illinois 
Iowa, Missouri and Wisconsin, to destinations in Kansas foun 
applicable. 


Wagon Skeins, Etc. 


No. 24968, Florence Wagon Co. vs. Southern. By divisio 
3. Rate, cast iron wagon skeins, boxes and castings, in straigh' 
or mixed carloads, Chattanooga, Tenn., to Florence, Ala., up 
reasonable for the future but not in the past to the extent i 
may exceed 34 cents, minimum 36,000 pounds. New rate to bk 
made effective not later than May 11. -Commission Brainer( 
noted a dissent. 


Pipe, Etc. 


No. 24904, Southern Union Gas Co. of Texas vs. A. T. é 
S. F. et al., a sub-number, Same vs. C. & S. et al.; No. 25153, 
Albuquerque Natural Gas Co. et al. vs. A. T. & S. F. et al. and 
No. 25414, Same vs. Same. By division 3. Dismissed. Less 
than carload, pipe, Pyote, Tex., to Farmington, N. M., misrouted 
by the T. & P. Reparation of $5.24 awarded. Claim for special 
damages arising through the dismantling of one carload of con 
tractors’ outfits involved in No. 25155, not sustained. Rates 
assailed, less than carload interstate shipment of reel wile 
line, Hobbs, N. M., to Aztec, N. M.; salt, carloads, Kanapolis, 
Kan., to Gallup, N. M.; less than carload shipment, instar 


taneous water heaters, Durango, Colo., to Clovis, N. M.; and § 


on interstate shipments of material to be used in construction 
work, carloads and less than carloads, points in Pennsylvania, 
Arizona, New Mexico, Wisconsin, Colorado, Missouri, Texas, 


Arkansas, Illinois, Ohio and Oklahoma to points in Texas andy 


Colorado, not unreasonable. 
Hogs 


No. 25219, American Packing & Provision Co. et al. vs. © 
& N. W. et al. By division 3. Rates, hogs, in single and double 
deck carloads, certain of the latter having been concentrated 
in transit at North Platte, Neb., from points 
Nebraska, Wyoming and South Dakota, to Ogden, Utah, wu 
reasonable to the extent they exceeded rates shown in scales 
set forth in an appendix for the distances over the routes of 
movement, subject, however, to a charge of $2 a car on each 
car moved out of North Platte containing shipments that were 
concentrated or consolidated at that point. Reparation awarded, 
the Commission finding that reparation was not precluded by 
the Arizona Grocery case principle because, it said, it did not, 
in any sense, prescribe the rates in the cases relied upon by 
the carriers in claiming that the principle precluded reparation. 
The single-deck scale begins with a rate of 53.5 cents for 500 
miles, becomes 58.5 at 600 miles, 63.5 at 700 miles, 68.5 at 80! 
miles, 73.5 at 900 miles, 78.5 at 1,000 miles, 83.5 at 1,100 miles 
and runs out with a rate of 86 cents for the block betweel 
1,150 and 1,100 miles. The double deck scale begins with 4 
rate of 46.5 cents, becomes 51 at 600 miles, 55.5 at 700 miles, 
59.5 at 800 miles, 64 cents at 900 miles, 68.5 at 1,000 miles, 72. 
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at 1,100 miles and runs out with a rate of 75 cents for the block 
petween 1,150 and 1,100 miles. 


Coal Fourth Section 


Fourth section applications Nos. 14484 and 14562, coal, 
Pennsylvania to Niagara frontier. By division 2. Authority 
granted, in fourth section order No, 11144, enabling the carriers 
to establish and maintain a rate of $2.09 a ton, bituminous coal 
and related commodities from mines in Pennsylvania to desti- 
nations in the Niagara frontier district, N. Y., without observ- 
ing the long-and-short haul provision of section 4, over routes 
described in the application and to maintain higher rates from, 
to or between intermediate points except to Angelica, N. Y., 
on condition that the rates to or between higher rated interme- 
diate points shall not exceed the present rate, shall not exceed 
the lowest combinations and shall not be increased except by 
order of the Commission. 

Cement 

No. 24626, Lone Star Cement Co., Alabama, vs. A. T. & S. 
F. et al. By division 4. Rates, cement, Spocari, Ala., to points 
in Missouri, Oklahoma and Texas, in scale III and IV territo- 
ries, unreasonable to the extent that they exceeded the respec- 
tive scale III and scale IV rates prescribed in Oklahoma Port- 
land Cement Co. vs. D. & R. G. W., 128 I. C. C. 63, familiarly 
known as the Texas case, computed on distances over the ac- 
tual route of movement. The Commission said that if in the 
period covered by the complaint there were combinations ap- 
plicable over the routes of movement lower than the rates 
determined in the manner described, such combinations should 
be substituted for the rates resulting from the application of 
the scales. Reparation awarded. 

Metal Lath and Steel Bars 

No. 25301, Truscon Steel Co. vs. B. & O. et al. By division 
3. Rate, mixed carload, metal lath and’ steel bars, Youngs- 
town, O., to Eagle Pass, Tex., for export to Mexico, unreason- 
able, but not unduly prejudicial to the extent it exceeded $1.14, 
minimum 40,000 pounds. Reparation of $97.34 awarded. 


FIFTEEN PER CENT CASE, 1931 


The Trafic World Washington Bureau 


The National Lime Association has asked the Commission 
not to extend the emergency charge, one cent, on agricultural 
limestone, or in the alternative, if it feels that the surcharge 
should be continued, to reduce it to 6 cents a ton, which is 
also the rate on ground limestone. The association says it 
believes that good and sufficient ground still exists for the con- 
tinuance of the emergency charges. It added that it would 
not, at this time, express its view regarding the emergency 
charges on other kinds of lime. However, it added, it believed 
that the plight of the farmer who used the limestone should be 
recognized. 

The American Fruit and Vegetable Shippers’ Association of 
Chicago, Ill, in a statement filed with the Commission, says 
the verified record as given shows that agriculture generally, 
and fruit and vegetables specifically, are in no wise able to 
carry an added burden in the way of transportation expenses, 
but that if the industry is to survive, they must positively have 
a reduction in the freight rates, because the present level of 
freight rates is entirely out of line with the level of commodity 
prices. The association therefore urged the Commission to 
deny the carriers’ petition for an extension of time over which 
the increased rates now in effect may apply in so far as it 
affects fresh fruits and vegetables, which specifically come un- 
der the original order for increases. 











The hearing in Ex Parte 103, the fifteen per cent case, 1931, 
which began at Chicago Februery 2 before Commissioners Por- 
ter and Lee and Examiner Mattingly (see Traffic World, Feb- 
Tuary 4, p. 219), ended February 3. The second day was taken 
up with testimony dealing with emergency charges assessed 
on lake cargo coal and rebuttal of the carriers to that and to pre- 
vious shipper testimony with respect to breakfast cereals, mixed 
feeds, and similar commodities. The issue with respect to 
lake cargo coal arises from the assessment, according to the 
protesting witnesses, of a double surcharge, one being applied 
to the movement to Lake Erie ports and another on the rail 
haul after discharge a tLake Michigan and Lake Superior ports. 
The carrier position was that the two movements were separate 
and distinct and that the so-called double charge was justified. 

N. H. Kendall, secretary, Illinois-Wisconsin Fuel Merchants’ 
Association, emphasized the fact that high rail rates applying 
from Lake Michigan docks had forced a considerable tonnage 
to trucks, saying that the trucks were hauling coal from the 
docks for distances as great as 150 miles. Contiuation of the 


trucking development would eventually put many coal dealers in 
small towns out of business, he said, and would be to the dis- 
Trucking in Wisconsin had not yet 


advantage of the railroads. 
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become serious, he said, except from Green Bay, “but it is grow- 
ing and will be serious unless something is done,” he added. 

As explained by A. B. Pratt, Northern States Power Com- 
pany, and other consumer and shipper witnesses, a surcharge of 
6 cents or 3 cents is applied to the rail movement from the docks, 
depending on whether it is an interstate or intrastate haul. The 
full 6 cents authorized in the Commission’s findings in the deci- 
sion was collected on the movement to Lake Erie ports. “We 
protest against the application of more than one surcharge on 
a single movement,” he said. It was argued that the interven- 
tion of a water haul between the two rail hauls in no way 
changed the through character of the movement. There was, he 
said, only one charge applied to other coal shipments and it 
was discriminatory to assess two against this movement. He 
pointed out that his company had offered no opposition to the 
railroad petition at the time of the original case, saying: “Your 
protestant is anxious to be as fair and reasonable with the com- 
mon carriers as we would like to have them be with it, were 
the conditions reversed.” In a year, he said, the railroads had 
collected $17,382 from the Northern States Power Company by 
reason of the surcharge on the terminal rail haul. 

A protest on behalf of the Maher Coal Bureau, an associa- 
tion of operators of coal docks on the lakes and of shippers of 
dock coal, was presented by John Maher, St. Paul. The objec- 
tion of his association, he said, was entirely to the continuance 
of the “double” surcharge, but he added that it further desired 
that, in no event, the surcharge rates be allowed to get into 
the base rates. He pointed out that only a single surcharge 
applied on shipments of coal to the eastern seaboard, thence 
via water to New England ports and via rail inland. The lake 
cargo situation was identical with that, he held. 

R. A. Sperry, Illinois Freight Association, dealt with the 
coal situation for the railroads. He outlined the rail position 
as being that the two rail movements were separate and dis- 
tinct and that to fail to apply the surcharge on the ex-lake 
movement would disrupt established relationships between those 
rates and all-rail rates applicable from Illinois, Indiana, and 
Kentucky mines. The relationships between the two sets of 
rates were made without consideration of the amount of the 
charges that might have been collected on shipments to Lake 
Erie ports, he said, and continuation of the competitive balances, 
according to his presentation, required assessment of an equiv- 
alent surcharge to the ex-lake movement. The two movements 
were regarded as separate and distinct in the general increases 
under the Director General, and adoption of any other principle, 
he said, “would do violence to long established practices.” 

Surcharges applicable to mixed feeds, cottonseed products, 
and cereal breakfast foods were dealt with by D. T. Lawrence, 
Eastern Trunk Line Association, and J. H. Tilford, Southern 
Freight Association, the only other carrier witnesses. They 
gave detailed testimony as to the character of the commodities 
under consideration, insisting that the tariffs and charges con- 
formed with the findings of the Commission in its decision, 
and Mr. Tilford emphasized the point that the case was of a rev- 
enue nature, rather than a rate case, and that it would be im- 
possible to attempt a justification of individual rates. 


FREIGHT RATE REDUCTION 


«he Trafic World Washington Bureau 


The Commission has instituted ex parte No. 110, petition 
for general reduction of freight rates on basic commodities. 

It has entered an order therein assigning for oral argu- 
ment before it in Washington, February 25, ten o’clock a. m., the 
question of whether it should institute the investigation prayed 
for in the last paragraph of the “memorial petition” filed January 
24 by the American Farm Bureau Federation, the Farmers’ Edu- 
cational and Cooperative Union of America, the National Coal 
Association, the National Grange, Patrons of Husbandry, and the 
National Lumber Manufacturers’ Association. (See Traffic 
World, January 28, p. 165.) 

In the paragraph referred to the petitioners asked the Com- 
mission to order “the railroads to appear and show cause why 
an order should not issue requiring them to cease and desist 
from charging the present unreasonable and inordinately high 
level of freight rates upon all basic commodities, and that an 
order issue requiring them to readjust their freight rate levels 
save and except in those cases where the rates have been re- 
duced to meet competitive agencies of transportation to meet 
the emergency which continues to confront the basic commer- 
cial industries of the country.” 

Copies of the petition and order were served on the Asso- 
ciation of Railway Executives and the American Short Line 
Railroad Association. These associations and others interested 
have ten days from February 7 to file answers. All persons 
desiring to be heard at the oral argument should advise the 
Commission on or before February 20, 
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Senator Capper, of Kansas, had published in the Congres- 
sional Record of February 8, the “memorial petition” of the 
American Farm Bureau Federation and others, asking for a 
reduction of freight rates on basic commodities. 

After asserting that no group in the nation more direcily 
felt the burden of freight charges than did agriculture, Senator 
Capper said there were those who might think that such a 
petition would strike at the welfare of the railroads, but there 
were many who believed that such action on the part of the 
railroads would so increase their tonnages that the net revenue 
at the end of each fiscal year would be greater for the railroads 
than was now the case, to say nothing about the increased 
ability of the railroads on account of such reduction in freight 
rates moré adequately to meet competitive transportation 
agencies. 

Senator Steiwer, of Oregon, also asked leave to have the 
petition printed in the record. 





PETITIONS FOR REHEARING, ETC. 


No. 24707, Woodlawn Lumber & Tie Co. vs. B. & O. Complainant 
asks reconsideration and oral argument. 

No. 25346, The Pittsburgh Generator Co., Inc., vs. B. & O. et al. 
Complainant asks reopening of the proceeding for purpose of per- 
mitting them to introduce their testimony and evidence. 

No. 24577, O. W. Seibert Co. et al. vs. Maine Central et al. 
Superior Dowel Co., a complainant, asks reopening and reconsidera- 
tion thereof by full Commission on record as made. 

1. & S. 3773, Fabrication of iron and steel at C. R. I. & P. points. 
Cc. R. I. & P., respondent herein, asks reargument and reconsidera- 
tion by entire Commission. 

No. 16323, and cases consolidated therewith, Scott Milling Co. et 
al. vs. B. C. et al. Complainants ask that defendant’s, L. & N. Rail- 
road, reply brief, dated January 23, 1933, to exceptions of various 
complainants in these cases be stricken from files of this Commission 
as violative of rule II (a) of the Rules of practice. 

No. 17000, part 5, rate structure investigation, furniture. J. E. 
Tilford, chairman, Southern Freight Association, and agent for car- 
riers in this proceeding, asks postponement of effective date of order 
for a period of 90 days beyond February 20, 1933, in so far as said order 
relates to rates on furniture, carload, between points in southern terri- 
tory, on the one hand, and points in Western Trunk Line territory, 
on the other. 

No. 13535 et al., Consolidated Southwestern cases. F. A. Leland, 
Chairman of Southwestern Freight Bureau, submits additional infor- 
mation in support of petition, dated January 25, 1933, for approval 
under finding 27 of decision herein of reduced rates on potatoes from 
northern origins to points in the southwest. 

No. 24604, Michael-Swanson-Brady Produce Co. vs. A. T. & S. F. 
et al. Complainant asks reopening and/or reconsideration hereof. 

No. 18181, Birmingham Sash & Door Co. et al vs. A. & V. et al. 
Complainants ask rehearing therein. 

1. & S. 3854, Baskets or hampers from the south. Protestant, 
Leigh Banana Case Company, opposes to consolidation of the above- 
entitled proceeding with other issues not germane to the present issue. 

Finance No. 6424, Construction of line by Mound City & Eastern. 
Applicant asks extension of time for completion of construction of 
said line from December 31, 1932, to December 31, 1933. 

No. 24578, Grimes & Friedman vs. Belt Railway of Chicago et al. 
E. B. Boyd, Agent and attorney for carriers parties to order in No. 
24578, asks for modification of order entered herein November 16, 1932, 
to provide minimum carload weight in connection with the rates pre- 
scribed in this order of 30,000 lbs., subject to rule 34. 

No. 23234, West Coast Kalsomine Co. of New Orleans vs. A. & 
R. et al., and cases grouped therewith. Lookout Paint Manufacturers 
Co. and Chattanooga Paint Co., complainants in No. 23474, Lookout 
Paint Manufacturing Co. et al. vs. Southern et al., ask reconsidera- 
tion herein, in so far as it pertains to reparation on shipments of 
ground iron ore, mortar colors and ground barytes. 

1. & S. 3130, Southwestern rates—Window glass, No. 17287, Ameri- 
can Window Glass Co. vs. A. T. & S. F. et al. and No. 20170, National 
Sash & Door Co. et al. vs. A. T. & S. F. et al. Alton, A. T. & S. os 
Cc. B. & Q., C. G. W., C. M. 8t. P. & PP. Ft. S. & W. (L. B. Barry, 
Receiver), Ft. W._and D. C., K. C. S., K. O. & G., Midland Valley, 
M.-K.-T., M. P., Okmulgee Northern, J. M. Kurn and John G. Lons- 
dale, receivers of St. L.-S. F., and Wabash (Walter S. Franklin and 
Frank C. Nicodemus, Jr., receivers), defendants and respondents 
herein, ask modification of order of Commission herein. 





COMMISSION ORDERS 


No. 23476, Smith & Scott, Inc., vs. A. T. & S. F. et al. and No. 
23692 (and Sub. 1 to 4, incl.), Los Angeles Grain Exchange vs. South- 
ern Pacific et al. Defendants’ motion for leave to file instanter sup- 
plemental brief in their behalf granted. 

No. 22102 (and Sub. 1), Cherry-Burrell Corporation et al. vs. A. T. 
& S. F. et al., and cases grouped therewith. Order further modified 
to extent of vacating that part of it in respect solely of the rates on 
egg fillers and flats from Quincy, IIl., to destinations in Missouri on 
the lines of the defendants, C. B. & Q. and Wabash, by which said 
defendants are required to maintain the prescribed relationship. 

Fourth Section Application No. 14816, Reduced rates on sugar to 
Illinois territory. Fourth Section application No. 14816 assigned for 
oral argument with I. & S. 3814 and 3829 on March 1 and 2, 1933, at 
10 a. m., standard time, at office of Interstate Commerce Commis- 
sion, Washington, D. C., before the Commission. 

No. 25026, Ash Grove Lime & Portland Cement Co. of Nebraska 
vs. C. B. & Q. et al. Order modified to become effective on April 22, 
1933, upon not less than 30 days’ notice instead of March 8, 1933. 

Finance No. 9779, Application of Southern Pacific Co. for certificate 
to construct a spur track or extension from Seghers Station to the 
Stimson Mill, in Washington county, Ore. Oregon Electric Railway 
permitted to intervene. 

No. 22009, Atlantic Shell Co., Inc., et al. vs. A. C. L. et al. Order 
entered in this case on December 12, 1932, is modified to become 


effective on April 1, 1933, upon not less than 15 days’ notice instead 
of February 15, 1933. 
Finance No. 8594, Waco, Beaumont, Trinity & Sabine receiver's 
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notes. The first ordering paragraph of the order of the commission, 
by division 4, entered herein on February 2, 1931, 170 I. C. C. 275, 
is amended. Order authorizes receiver to issue and reissue $30,000 of 
receiver’s notes. 

No. 25706, Dawson Produce Co. et al. vs. A. T. & &. v. et a 
The Grant-Billingsley Fruit Co. prmitted to intervene. 

No. 25709, Michigan Valve & Foundry Co. vs. Alton et al. Crane 

" itt to intervene. 
- Rerrosesl, Eastern Interior Iowa Industrial Association vs. A. ¢, 
& Y. et al. Madison Association of Commerce permitted to intervene, 

No. 21701, Atlanta Terra Cotta Co. vs. A. & W. P. et al. Pro- 
ceedings reopened for — on record as made solely in 
espect of rates for the future. 
‘ "ie. 25704, (and Sub. 1 to 4, incl.), Brooklyn Chamber of Com- 
merce, Inc., vs. B. & O. et al. Lehigh Portland Cement Co. permitted 

ntervene. 
ss oo 23234, West Coast Kalsomine Co. of New Orleans vs. A. & R. 
et al., No. 23337, Geo. S. Mepham’ & Co. vs. A. & S. et al., and No, 
23474, Lookout Paint Manufacturing Co. et al. vs. Southern et al. Pe- 
tition, dated January 13, 1933, filed in said proceedings in behalf of 
defendants in southern territory, praying for postponement of the 
effective date of the order heretofore entered in said proceedings on 
November 7, 1932, as since amended, so far as said order prescribes 
rates for application to the transportation of patching plaster in car- 
loads; two petitions, dated January 16, 1933, filed in said proceedings 
in behalf of defendants in southwestern territory, praying for post- 
ponement of the effective date of said order and for reopening and 
reconsideration of said proceedings so far as said proceedings and 
order pertain to and prescribe rates for application to the transpor- 
taton of ground barytes and ochre in carloads, denied, 


FINANCE APPLICATIONS 


Finance No. 9828, New York, Chicago & St. Louis asks for 
authority to issue $1,569,000 of 50-year refunding mortgage 4.5 per 
cent bonds and to pledge and repledge them for loans from the R. F. 
C. and the Railroad Credit Corporation for such loans as it may ob- 

i hem, . 
> No. 9829. New York, Chicago & St. Louis asks for author- 
ity to issue $1,472,000 of 50-year 4.5 per cent refunding mortgage bonds 
for the refunding of and reimbursement for the urchase of N. Y. C. 
& St. L. first mortgage bonds maturing Oct. 1, 1937, and for the fund- 
ing of and reimbursement for expenditures of $520,000 in payment of 
liens established by court order. 





Trunk Western Railroad Co. asks 


Finance No, 9833. Grand : 
bandon operations, under trackage rights, over 
ee of cannon of the Ann Arbor Railroad Co., between 


Mich., 20.5 miles. Applicant said 
Finance No. et 158 I. “— 
i now operated, under trackage rights, over e 
gy SR in Ottawa and Muskegon a, —_ 
and that it had been found that traffic to and from — . 
tween Muskegon and Ashley could be handled to better ad- 
vantage via Muskegon than via Ashley, and that there > 
necessity for continued operations by applicant over the line 

of the Ann Arbor between the points indicated. 


Owosso Junction and Ashley, 
that under authority given in 





UNCONTESTED FINANCE CASES 


and certificate in F. D. No. 9766, permitting the Trinity 
valley & * ei cen Railway Company to abandon, as to interstate 
and foreign commerce, its entire railroad in Liberty county, Texas, 
ae oo and order in F. D. No. 9687, authorizing the Tuckerton 
Railroad Company to procure the authentication and delivery of not 
exceeding $45,000 of first-mortgage 6 per cent gold bonds —, the 
applicant proposed R-3 omy | as i. aaa for a loan from 

nstruction Finance Corpora " a , . 
san Same and order in F. D. No. 9802, authorizing the Lehigh Valley 
Railroad Company to assume obligation and liability as guarantor in 
respect of $2,600,000 of Consolidated Real Estate Company mortgage 
gold bonds, to be the — Credit Corporation as 
urity for a note of $1,500,000, approved. . ; 

_— elle supplemental report and order in F. D. No. 9374, granting 
authority to the Cincinnati Union Terminal Company to issue not 
exceeding $12,000,000 of first mortgage 5 per cent gold bonds, series C, 
said bonds to be sold at not less than 97% per cent of par and accrued 
interest, and the proceeds used to pay a loan from the Reconstruction 
Finance Corporation and to complete terminal facilities, previous 
report 184 I. C. C. 450 and 619, approved. 





HINES EXPRESS DIRECTOR 
The Commission, by division 4, in Finance No. 4846—sub. 1, 
has authorized Walker D. Hines, post-war Dierctor-General of 
Railroads, to hold the position of Director of the Railway Ex: 
press Agency, Inc., in addition to the position he now holds 
under prior authorization by it. 





PENINSULAR RAILWAY ABANDONMENT 


The Commission, by division 4, in Finance No. 9695, Penin- 
sular Railway Co. abandonment, has authorized the applicant, 
a subsidiary of the Southern Pacific, to abandon about 32 miles 
of electric line near San Jose, Clara county, Calif., and thereby 
make a saving estimated at $52,000 a year. The population 
served by the lines, outside of the city of San Jose, was esti- 
mated, in the report, at about 9,400. The report said that the 
volume of both freight and passenger traffic had declined ma 
terially in the recent years on account of the advent of motor 
vehicles. The lines, the applicant said, no longer paid operating 
expenses and taxes. The Commission said there appeared 10 
reason for anticipating any improvement. It said the aban 
donment might cause some public inconvenience, but that there 
were other transportation facilities to meet the needs of the 
communities, some of them by Southern Pacific trains. 
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Proposed Reports in I. C. C. Cases 





U. P. TRUCK-RAIL SERVICE 


In the opinion of Examiner C. W. Griffith, expressed in a 
proposed report in No. 24677, Atchison Chamber of Commerce, 
Atchison, Kan., vs. Union Pacific et al. the less-than-carload 
rates charged on intrastate traffic in Kansas and Nebraska by 
the Union Pacific Stages, Inc., a subsidiary of the Union Pacific, 
subjects Atchison shippers to undue prejudice, unduly prefers 
competitors at points on the Union Pacific and the St. Joseph 
& Grand Island, another Union Pacific subsidiary, and subjects 
interstate commerce to unjust discrimination. 

Griffin, in his report, said no order for the future should be 
entered. But he said the defendants should be advised that they 
would be expected to remove the undue prejudice, preference 
and discrimination found to exist without delay in connection 
with the establishment of the truck-competitive rates authorized 
in the sixteenth supplemental report to the Consolidated South- 
western cases. 

The complaint alleged that through tariffs purporting to 
cover coordinated truck-rail freight service filed with the com- 
missions of Kansas and Nebraska in the name of the Union 
Pacific Stages, Inc., called the transport company, the Union 
Pacific and the St. Joseph & Grand Island, called the defendants, 
were charging rates on less-than-carload traffic moving intra- 
state between points on their lines in Kansas ‘and Nebraska that 
were unreasonably low, resulted in undue preference of shippers 
of interstate traffic located at points on their lines in the states 
named and undue prejudice to Atchison shippers, and con- 
stituted a burden on interstate commerce in violation of sections 
1,3 and 13. The Kansas commission, having a similar complaint, 
joined with the federal body in hearing this complaint. 

According to Griffin, prior to the establishment of the in- 
creased class rates in western trunk line territory, permitted 
by the Commission’s decision in the Western Class Rate Revi- 
sion, motor trunk lines had made heavy inroads into the less- 
ar tog tonnage of the defendants in both Kansas and 
Nebraska. 


“Realizing,” said the examiner, “that the increased class 
rates prescribed in the case cited would result in further losses 
in such tonnage, defendants considered means by which to pre- 
serve what remained of this traffic and to regain traffic that had 
already been lost to the motor trucks, having in mind that the 
diversion of traffic from rail to motor truck lines was due 
primarily to three factors: first, the fact that the truck lines 
provide a pick-up and delivery service; second, their rates are 
lower than the rail rates; and third, they do not observe any 
fixed classification of freight or rules with respect to packing. 
Reductions in their short-haul rail rates on L. C. L. traffic were 
not deemed feasible, as they feared that such action would result 
not only in reductions in their rail rates for longer hauls, but 
that a corresponding lowering of many other rates within a 
considerable part of southwestern territory would be required 
under Finding 27 in the Consolidated Southwestern cases, 123 
I. C. C. 203. The purpose of the Finding 27 was to prevent the 
establishment of a rate from or to one of the points in the 
southwest found to be unduly preferred in the case cited lower 
than the prescribed maximum without corresponding lowering 
of the rate from or to the prejudiced point.” 


The transport company, operating bus lines generally paral- 
leling the rails of the Union Pacific System in Oregon, Idaho, Utah, 
Nevada and California, entered into a contract with the rail- 
road companies under which the latter agreed to furnish the 
necessary equipment and facilities, including use of their regular 
station and clerical forces, and to receive and transport as “a 
Private carrier” intrastate between points on their lines in 
Nebraska, Kansas, Colorado, Wyoming and Utah property in 
the custody of the Transport Company “as a common carrier.” 

The Kansas Commission issued a certificate of convenience 
authorizing the transport company to perform a coordinated 
truck-rail freight service as a common carrier intrastate in 
Kansas. No such certificate, the examiner said, was required 
under the laws of Nebraska. 

8 Rates for the new service, which included pick-up and de- 
ge were published for application in Kansas and Nebraska 
n June and July, 1931. They provided for pick-up and delivery 
Service and a deduction from the rates for shippers who would 
Provide such service, 5 cents for a one-half service and 10 
cents a 100 pounds for both pick-up and delivery service. The 
examiner said the transport company did not operate any trucks 


in Kansas and only a few in Nebraska, arrangements being 
made with local transport company for performance of the 
pick-up and delivery service, the railroads, of course, transport- 
ing the goods between stations, for the account of the trans- 
port company. 

Rates named in the transport company tariffs, the exam- 
iner said, were based to some extent on rates maintained by 
the Union Pacific lines and other rail carriers operating in the 
territory prior to December 3, 1931 (the effective date of the 
revised western class rates), but were made primarily with 
reference to the rates charged to the motor truck lines and 
were generally lower than the rail rates. The spread originally 
existing, Griffin said, was considerably widened by reason of 
the fact that no increases were made in the transport company 
rates on December 3, 1931, when the increased western class 
rates became effective. Nor, added the examiner, were they 
subjected to the emergency increases authorized in Ex Parte 
103. 

To show the rate situation, the examiner said, the follow- 
ing was typical of the Nebraska situation as shown in the com- 
plainant’s exhibits: The transport company tariff named a 
rate of 92 cents from Omaha to Big Springs, Neb., 351 miles, 
on wagon boxes and other things. The rates on these articles 
from Atchison to Keith, Neb., 351 miles, under the rail lines’ 
tariff, Griffin said, ranged from $1.21 on hardware, etc., to $5.68 
on baskets, or hampers in bundles not nested. 


Defendants urged, said the examiner, that the rates as- 
sailed were published and the service thereunder performed in 
the name of the transport company “a separate legal entity 
with authority to make contracts, to control its own affairs, 
and to carry on its own business”; and that in failing to name 
the transport carrier as a party defendant the complaint was 
fatally defective. The defendants, he said, insisted that the 
arrangement resulting from their contracts with the transport 
company presented the nearest approach to a practical solu- 
tion of-the problem of meeting truck competition. 

The examiner said that the defendants’ contention that the 
failure to name the transport company as a party defendant 
was a fatal defect in the complaint was without merit, as the 
record showed that the measure of the rates, and the classifi- 
cations and practices applied in connection therewith, were mat- 
ters solely within the control of the defendant railroads. 

The examiner said that the complainant and the interven- 
ing Kansas railroads realized fully the necessity for rail lines 
meeting truck competition if they were to retain their L. C. L. 
tonnage, and that substantial reductions had to be made in 
the rail rates in the territory herein considered if this com- 
petition was to be met successfully. According to the testi- 
mony of a witness for the defendants, said the examiner, the 
truck-rail arrangement described herein was confined to intra- 
state traffic upon advice of counsel that tariffs such as those 
filed in the name of the transport company would not be ac- 
cepted by the federal commission. 

“There can be no satisfactory solution of the problem of 
truck competition under a plan that is not practical for both 
intrastate and interstate application,” said the examiner. ‘“Al- 
though witnesses for the defendant and intervening rail lines 
stated that it was their understanding that Finding 27 of the 
Consolidated Southwestern cases precluded their establishing 
reduced rates between points where truck competition existed 
without a corresponding lowering of rates throughout a large 
part of the southwest, this finding was subject to the proviso 
that nothing therein should prevent the application of lower 
rates on particular commodities from and to particular points, 
with this Commission’s approval, upon application and showing 
of special circumstances and conditions. 

“Since the hearing herein this finding has been modified 
upon application of the rail lines so as to permit the establish- 
ment of reduced rates to meet bona fide existing or impending 
truck competition if such rates are not lower than reasonably 
necessary to meet such competition and if there is not similar 
competition from or to any of the points found to be unduly 
prejudiced.” 


PROPOSED.REPORTS 


Contractors’ Outfits 


No. 25466. McCullough & Chaney Co. vs. C. R. l. & P. et al. 
By Examiner Harold M. Brown. Dismissal proposed. Rates, con- 
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tractors’ outfits, stringers and ties, and a power shovel, Vermont, 
Ill., to Jamesport, Mo., proposed to be found applicable. 


Wheat 
No. 25485, Davis Milling Co., Inc., vs. Norfolk Southern. By 
Examiner Harold M. Brown. Dismissal proposed. Rate, wheat, 
in bulk, Wenona, N. C., to Norfolk, Va., not unreasonable or 
otherwise unlawful. 
Talc 


No. 24848, International Pulp Co. et al. vs. N. Y. C. 
et al., No. 25307, Pittsburgh Plate Glass Co. vs. Same, and 
No. 25408, Stedman Rubber Flooring Co. vs. Same. By Ex- 
aminer P. F. Mackey. Rates, talc, Hailesboro, Emeryville 
and Gouverneur, N. Y., to destinations in official territory, 
unreasonable to the extent they exceeded or may exceed 20 
per cent of the contemporaneous first class rates from and to 
the same points, miniimum 60,000 pounds. The examiner said 
the rates for the future should not be construed as precluding 
reasonable groupings. New rates and reparation proposed. 


Woodpulp 


No. 24986, National Cellulose Corporation et al. vs. B. & M. 
et al. By Examiner T. P. Wilson. Rates, woodpulp, Boston, 
Mass., to Clayville, N. Y., not unreasonable. Rate, same com- 
modity, Berlin, N. H., to Baldwinsville, N. Y., not unreasonable 
in the past but unreasonable for the future to the extent it 
may exceed 90 per cent of the maximum corresponding sixth 
class rate prescribed in the eastern class rate revision. New 
rate proposed. 


Salt 
No. 25055, Carolina Cotton & Woolen Mills vs. T. & N. O. 
et al. By Examiner Elza Job. Rates, salt, Jefferson Island and 
Weeks, La., to Draper, Spray and Leaksville, N. C., unreasonable 
prior to May 10, 1931, to the extent they exceeded $9.895 a net 
ton but that on and after that date they were not shown to 
have been unreasonable. Reparation proposed. 


Plate Glass 


No. 25482, Thoma Glass Co., Inc., vs. St. L.-S. F. et al. By 
Examiner L. H. Dishman. Dismissal proposed. Rate, plate 
glass, carloads, Crystal City, Mo., to Fairfield, Ia., not unrea- 
sonable. 


Transited Grain 
No. 25457, Goldcamp Mill Co., Inc., vs. A. C. & Y. et al. By 
Examiner W. A. Disque. Rates, points in central territory, grain 
milled in transit at Ironton, O., and forwarded as products to 
destinations in the Virginias and Kentucky on the line of the 
N. & W. and Virginian, unreasonable to the extent they may 
exceed sixth class. New rates proposed. 


Charcoal 


No. 25382, Memphis Freight Bureau for Forest Products 
Chemical Co. vs. Georgia Southern & Florida et al. By Examiner 
Edgar Snider. Dismissal proposed. Rates, charcoal, Memphis, 
Tenn., to Tampa, Fla., not unreasonable or otherwise unlawful. 


Asphalt 


No. 25357, Kemp Lumber Co. et al. vs. A. T. & S. F. et al. 
By Examiner Paul R. Naefe. Dismissal proposed. Rates, asphalt 
in drums, carloads, North Baton Rouge, La., to Roswell and 
Carlsbad, N. M., proposed to be found inapplicable in part. 
Applicable rate to Roswell proposed to be found to have been 
70 cents prior to Feb. 15, 1932, and 56.5 cents thereafter; applic- 
able rate to Carlsbad proposed to be found was 69 cents prior 
to Nov. 7, 1932, and 56.5 cents thereafter. Applicable rates pro- 
posed to be found not unreasonable. 


Wheat 


No. 24412, Willis Norton Co. vs. C. R. I. & P. By Examiner 
W. A. Disque. Upon rehearing, finding in the original report, 179 
I. C. C. 632, that complainant was entitled to an award of repara- 
tion of $400.15, on account of overcharges on wheat, points in 
Kansas, Colorado and Nebraska, transited at Topeka, Kan., and 
reforwarded as bran and shorts to destinations east of the Mis- 
sissippi River, affirmed. 


Scrap Lead, Etc. 


No. 24992, Roxbury Iron & Metal Co., Inc., vs. N. Y. N. H. 
& H. et al. and two sub-numbers thereunder, Guber & Sherman 
vs. B. & M. et al. and Gordon & Gerber, Inc., vs. B. & M. et al. 
By Examiner T. Leo Haden. Rates, scrap lead and scrap lead bat- 
tery plates, carloads, points in Maine, New Hampshire, Massa- 
chusetts and Rhode Island to destinations in New York, New Jer- 
sey, Pennsylvania and Virginia, unreasonable to the extent they 
exceeded or may exceed, 90 per cent of the contemporaneous sixth 
class rates, minimum 40,000 pounds, subject to the emergency 
charges after Jan. 4, 1932, for reparation purposes and for the 
future. Rates, scrap lead remelted into pigs, not shown to have 
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been unreasonable. N ew rates and reparation proposed. The fing. 
ings proposed are to be without prejudice to findings that may be 
made in No. 17000, part 12, Hoch-Smith non-ferrous metals, 


Electric Household Refrigerators 

No. 25446, Jones Store Co., Inc., vs. C. & N. W. et al. By 
Examiner W. A. Disque. Dismissal proposed. Carload shipment, 
electric household refrigerators, Chicago, Ill., to Kansas City 
Mo., proposed to be found not overcharged: The question Was 
as to whether the rate to be charged was the 60-cent fourth clag; 
collected in accordance with the classification item “cooling 
boxes or refrigerators and cooling or freezing machines cop. 


bined” or a commodity rate of 48.5 cents on “household refrigers. § 


tors.” Disque said the shipment, in a sense, consisted of house. 
hold refrigerators but that the average person upon seeing the 
articles would naturally, or instinctively, call them electric re. 
frigerators, rather than household refrigerators. Disque added 
that that average person might ordinarily apply the latter tern 
to an ice-cooled device, admitting, however, that the average 
person might, perhaps, with propriety, apply it to the articles 
chipped, but that in the absence of some special reason, Disque 
thought, he would not ordinarily do so. He recommended that 
the Commission construe the tariff in the light of those consid. 
erations and dismiss the complaint. 


Cabbage, Etc. 


No. 25159, Bluefield Produce & Provision Co. et al. vs. A. ¢. 
L. et al. By Examiner T. Naftalin. Dismissal proposed. Rates, 
cabbage, tomatoes, potatoes and vegetables, N. O. S., carloads, 
points in Florida to Bluefield, Welch, and Williamson, W. Va, 
not shown to have been unreasonable. 
Wiping Rags 
No. 25464, Cannon Mills Co., Inc., vs. B. & O. et al. By 
Examiner L. H. Dishman. Three carloads, machine wiping rags, 
Concord, N. C., to Detroit, Mich., misrouted. Rate applicable 
over route shipments should have moved, unreasonable but not 
otherwise unlawful. Examiner said Commission should find that 
the shipments routed “Southern, Baltimore & Ohio, and Detroit, 
Toledo & Ironton” were misrouted by the Southern; that the 
rate over the route the shipments should have moved was w.- 
reasonable to the extent it exceeded 76.5 cents. Keparation 
proposed. Rate, one carload of machine wiping rags, from and 
to the same points, not unreasonable or otherwise unlawful. 


Silk Division 


No. 25246, Baltimore & Ohio Railroad Co. et al. vs. Hoboken 
Manufacturers’ Railroad Co. By Examiner Frank C. Weems. 
Upon complaint by eastern trunk line carriers that 22 cents a 
100 pounds prescribed in Hoboken Manufacturers’ Railroad Co. 
vs. A. T. & S. F., 155 I. C. C. 330, as a division of joint all- 
rail rates, silk, Pacific coast ports to Hoboken, N. J., was by 
reason of alleged changed conditions now unjust, unreasonable, 
preferential of defendant and inequitable to complainants, pro- 
posed that the Commission find that 18 cents would be a rea 
sonable, minimum division for the future. The principal change 
in conditions, the examiner said, was a reduction in the rate 
from $9 to $6 a 100 pounds. Another change, he noted, was 
discontinuance of the necessity for special policing by the 
Hoboken of the silk shipments and still another change was the 
reduced price of the silk. 


Poles 

No. 25393, Pensacola Creosoting Co. vs. L. & N. et al. By 
Examiner T. Naftalin. Rate, carload, creosoted yellow-pine 
poles, Pensacola Fla., to Welch, W. Va., inapplicable. Applic: 
able rate proposed to be found 43 cents. That rate proposed 
to be found not unreasonable. Reparation of $14.96 recom: 
mended. 

Zinc Dross Surcharge 

No. 25285, Federated Metals Corporation et al. vs. Penn: 
sylvania et al. By Examiner Paul Coyle. Dismissal proposed. 
Emergency surcharge, zinc dross, ashes, and skimmings, cal 
loads, not unreasonable. 


Grain 


No. 23756, Albers Brothers Milling Co. vs. Southern Pacific. 
By Examiner J. H. Smith. Dismissal proposed. Applicable 
rates, grain, Buhl and Hill City, Ida., transported to, and ac 
corded transit service at Oakland, Calif., and on the products 
thereof forwarded to El Centro, Los Angeles, and Wingfoot 
Station (Los Angeles County), Calif., determined and under 
charges found to be outstanding. 


Peach Reparation 
No. 22829, Topeka Chamber of Commerce et al. vs. A. T: 
& S. F. et al. By Examiner Carl A. Schlager. Upon further 
hearing reparation proposed to be awarded on shipments of 
peaches, carloads, producing points in Illinois to Topeka, Kal. 
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son Commission Co., $255.16; The United Fruit & Grocery Co., 
$165.74 and Fleming-Wilson Mercantile Co., $131.28. 
Coal 
No. 25062, Lebanon Ice & Coal Co. et al. vs. A. C. & Y. et al. 


By Examiner William A. Maidens. Dismissal proposed. Rates, 
pituminous coal, southern portion of the Inner and Outer Cres- 
cents to Lebanon, Ind., not unreasonable. 


Peaches 


No. 25533, Consoliated Fruit Co. vs. N. Y. C. et al. By 
Examiner T. Naftalin. Carload, peaches, Wilson, N. Y., to Blue- 
field, W. Va., not misrouted. Rate proposed to be unreasonable 
to the extent it exceeded $1.23. Reparation of $53.46 recom- 
mended. 

Grain, Etc. 

No. 25476, Union Flouring Mill Co. vs. Union Railroad of 
Oregon. By Examiner Carl R. Schlager. Rates, grain, flour, 
and feed, Union, Ore., to Union Junction, Ore., and moved inter- 
state to St. Louis, Mo., and Seattle, Wash., proposed to be found 
inapplicable. Applicable rate proposed to be found to be 2 cents. 
Reparation proposed. Shipments, flour, Union to Union Junc- 
tion, which moved to Portland, Ore., not shown to have moved 
in interstate or foreign commerce. 


Cotton Padding 
No. 25311, Pittsburgh Waterproofing Co. vs. B. & O. et al. 
By Examiner A. S. Worthington. Dismissal proposed. Rates, 
cotton padding, less than carloads, East Point, Ga., to Pittsburgh, 
Pa., and Chicago, Ill., not unreasonable, 


Petroleum Products 


No. 25359, East Texas Refining Co. vs. Alabama Central et 
al., and two sub-numbers, Taylor Refining Co. vs. A. & R. et al. 
and The Petroleum Refractionating Corporation vs. Alabama 
Central et al. By Examiner L. J. Flynn. Dismissal proposed. 
Rates, petroleum products, Longview, Tyler, and Bodie, Tex., 
to destinations in the southeast, not unreasonable or otherwise 
unlawful. 

Anthracite Coal 

No. 24957, Christian Feigenspan vs. D. & H. et al., and a 
sub-number, Penn Anthracite Mining Co. vs. Same. By Exam- 
iner W. R. Brennan. Rates, anthracite coal, Von Storch Col- 
liery, Pa., to Newark, Bayonne, Jersey City and Elizabeth, N. J., 
unauthorized by the tariff and unreasonable to the extent that 
they exceeded $2.39 a gross ton on prepared sizes and $2.27 on 
smaller sizes. Reparation and prescription of rates mentioned 
for the future, proposed. ; 


Machinery and Yarn 


No. 25560, Fairfax Mills vs. A. & W. P. et al. By Examiner 
Carl A. Schlager. Dismissal proposed. Charges, one mixed 
shipment, textile machinery and cotton yarn, Philadelphia, Pa., 
to Fairfax, Ala., not unreasonable or otherwise unlawful. 


Bituminous Coal 


No. 25419, Fairbanks-Morse & Co. et al. vs. A. & S. et al., 
and a sub-number, Springfield, Illinois, Coal Traffic Bureau et al. 
vs. Same. By Examiner R. N. Trezise. Rates, bituminous coal, 
Illinois, Indiana and western Kentucky to Beloit, Wis., not un- 
reasonable except from the Princeton-Ayrshire group in Indiana 
in so far as it is applicable from the mines of the Patoka Coal 
Co. and the Enos Coal Mining Co., served by the Algiers, Wins- 
low & Western Railway Co. That rate proposed to be found 
unreasonable for the future to the extent it may exceed the 
contemporaneous rate applicable from other mines in that group 
to Beloit. A further recommendation is that the rates assailed 
will be unduly prejudicial for the future to the complainants and 
unduly preferential of Rockford, Ill., and competitors located 
at that point to the extent that they may exceed the contem- 
poraneous rates from the same origins to Rockford by more 
than 25 cents a ton. 


PENNSYLVANIA ABANDONMENT 

A recommendation that the Commission permit the Penn- 
sylvania to abandon a 26-mile segment of its Muncie branch in 
Indiana has been made by Examiner J. S. Prichard in Finance 
No. 9311, Pennsylvania Railroad Co. et al. proposed abandonment. 
The branch is a part of the Pittsbrugh, Cincinnati, Chicago & 
St. Louis, or Panhandle unit in the Pennsylvania system, ex- 
tending from Converse to Matthews, Ind. Abandonment was 
Opposed by companies operating grain elevators. The Pennsyl- 
Vania operates the Panhandle under a lease. The whole branch 
is about 41 miles long, the northwestern end being the one 
marked for abandonment, the Pennsylvania desiring to retain 
the part between Matthews and Muncie, for the present at least, 
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Discovery of natural gas caused the branch to be built. Its 
exhaustion, according to the report, caused industries that had 
located on the branch which was built about thirty years ago 
to be abandoned or moved to other localities. Two small 
villages, each containing about 30 inhabitants, would be left 
without railroad service were the branch abandoned, the other 
points on it being served by other railroads. Motor cars, the 
report shows, also contributed to loss of traffic by the line which 
the Pennsylvania used in getting into Muncie before it obtained 
trackage rights over the Big Four, in 1930, thereby acquiring a 
more economical route. The examiner said that the losses to 
the owners of the elevators would appear to be small in com- 
parison with the inevitable deficits that would accrue to the 
Pennsylvania as a result of continued operation of the segment. 


LAKE FERRY SERVICE 

In Finance No. 9826, the Grand Trunk-Pennsylvania Trans- 
portation Co. has asked the Commission for a certificate of 
public convenience and necessity for the operation of car fer- 
ries between Milwaukee, Wis., and Muskegon, Mich., approx- 
imately 84 miles. Applicant said it proposed to purchase the 
car ferries with an issue of bonds of $2,390,000 bearing interest 
at 5% per cent and maturing in 40 years. The capital stock 
of the applicant will total $200,000 par value, of which three- 
fourths will be owned by the Pennsylvania Railroad Co. and 
one-fourth by the Grand Trunk Western Railway Co. The ap- 
plicant will acquire the car ferries now owned by the Grand 
Trunk-Milwaukee Car Ferry Co. This application is linked with 
proposals involved in applications heretofore filed in Finance 
Nos. 9109, 9110, 9111 and 9112. 


RAILROAD LOAN INQUIRY 


The Trafic World Washington Bureau 


Chairman Couzens, of the Senate subcommittee on banking 
considering his resolution to hold up loans to railroads from the 
Reconstruction Finance Corporation, at a further hearing held 
by him, February 9, said his resolution was not directed against 
the railroads but that he had made the resolution apply to rail- 
roads as a means of developing the whole credit and R. F. C. 
situation. He picked the railroads out, said he, for the purpose 
of making an inquiry into the entire situation of the use of 
government credit. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, came to the committee room with the idea ap- 
parently of presenting the results of a serious consideration of 
the railroad situation with respect to the Couzens resolution but 
due to Chairman Couzens attitude that much of what Mr. Thom 
was saying was “history,” the witness changed somewhat the 
nature of his presentation. It finally was developed, however, 
that there was no disagreement between Chairman Couzens and 
Mr. Thom as to the railroads being essential to the public wel- 
fare, and on that basis, Mr. Thom proceeded with his plea that 
federal aid to railroad should not only not be withdrawn at this 
time but that provision should be made for the making of loans 
in certain cases without the adequate security now required 
by the R. F. C. act. 

Mr. Thom’s effort was to put in the record, in brief, the 
conditions faced by the railroads as the result of federal con- 
trol, including the demand for service in the spring of 1920 
which resulted in appeals being made to Congress urging that 
the government aid the railroads to furnish the necessary equip- 
ment. He said the railroads formerly occupied practically a 
monopoly and that with that in mind they had felt it was their 
duty to provide for the entire transportation needs of the coun- 
try, and, proceeding on that basis after 1923 had expended ap- 
proximately seven billions of dollars. Chairman Couzens in- 
quired whether the railroad executives thought they had such 
a monopoly as to justify the issuance of securities maturing in 
1995 or 2020. Mr. Thom’s reply was that everybody thought 
that the railroads would continue for a number of years for all 
practical purposes. 

The entrance of the motor vehicle as a competing agency of 
the railroads was then dealt with by Mr. Thom who said that 
the situation had been changed by the depression and a diversion 
of traffic between the railroads and other agencies of transporta- 
tion. Notwithstanding these changes, he said, the continuation 
of effective railroad service was essential to the public welfare. 
Further statements along this line by Mr. Thom brought forth a 
declaration from Chairman Couzens that nothing in the resolu- 
tion had to do with abolishing the railroads—that there was no 
thought of abolishing the railroads. Mr. Thom indicated that in 
his opinion withholding the aid essential at this time might well 
result in the railroads being “abandoned,” particularly as to 
their present place in the financial structure of the country. 

Mr. Thom referred to opinion that the motor vehicles might 
carry substantially all the traffic of the country and pointed 
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out that estimates had been made showing that it would take 
at least five times the highway capacity of today to take care 
of the traffic now moving by rail and that the cost of providing 
such a system of highways would be around one hundred four 
billion dollars. Chairman Couzens thought it was ridiculous 
that anyone should think that the highways could supplant the 
railroads. Mr. Thom remarked he hoped the chairman was 
right but that there were those who held such views. 

The necessity for regulation of the railroads and their com- 
petitors on an equitable basis was discussed by Mr. Thom. In 
reply to questions by Chairman Couzens he said that regulation 
of the competing agencies would bring back business to the 
railroads. How much he could not say, but he thought to a 
substantial extent. 

Chairman Couzens, saying that there was propaganda by 
chambers of commerce and others to the effect that the rail- 
roads were “hobbled” by regulation, asked Mr. Thom to have 
the Association of Railway Executives submit a list showing 
the “hobbles.” 

Mr. Thom then took the position that catastrophe would 
result if government loans to railroads were stopped now. He 
indicated that the course that should be pursued was one which 
would sustain the railroad as much as possible now to the end 
that reorganizations in cases where capital structures were 
top-heavy might be effected in times a little better than those 
obtaining now. It was in this connection that he urged con- 
sideration of making loans to railroads without the adequate 
security called for in the present law. One point made by Mr. 
Thom was that the railroads had borrowed approximately a 
billion dollars from the government under the federal control 
and transportation acts and had repaid approximately $978,- 
000,000 of that, and had paid $210,000,000 in interest at 6 per 
cent. He said if the $40,000,000 still due the government under 
these loans were not paid, the government still would be the 
gainer if the cost of the money loaned were figured at 4 per 
cent. He said that as to the loans now being made to the railroads 
the time would come when they would be repaid. He referred 
to the proposed bankruptcy legislation providing for reorganiza- 
tion of railroads, and said in effect that under legislation of 
that character, coupled with continuation of government aid 
where needed, the railroad situation could be worked out. 

Arthur A. Ballantine, under secretary of the Treasury, told 
Chairman Couzens that the railroad situation was one of the 
key points and that government aid to the railroads was re- 
garded as an indispensible part of the program for recovery. 
Chairman Couzens said he had about reached the opinion that 
the federal government would have to get back of the whole 
debt structure of the country or stop making loans altogether. 
He saw no justification for getting back of one group. Mr. 
Ballantine said it would be a tragic mistake to discontinue the 
making of loans, particularly in the case of the railroads. He 
also referred to the railroad reorganization legislation as an 
important part in the situation. 

Commissioner Mahaffie was examined by Chairman Couz- 
ens, the discussion involving the recent loan to the receivers 
of the Seaboard Air Line and financial activities of the railroads. 

M. C. Kennedy, of the R. F. C., asked why the corporation 
had not made the loan to the Seaboard approved by the Com- 
mission, said that he had not handled the matter and also that 
the corporation had been holding up all railroad loans recently 
except those absolutely necessary, indicating that this course 
was being pursued because of the introduction of the Couzens 
resolution. 


LOANS TO RAILROADS 


In the fourth quarter of 1931 the Reconstructtion Finance 
Corporation. authorized loans aggregating $73,068,160 to rail- 
roads, including $1,510,539 to railroad receivers, according to 
the quarterly report made to Congress by the corporation. The 
report stated that for the entire period from the organization 
of the corporation on February 2, to December 31, 1932, inclu- 
sive, the corporaton authorized loans aggregating $337,435,093 to 
62 railroads, including $18,040,125 to 8 railroad receivers. 

The report also showed that in the period February 2 te 
December 31, advances to railroads under the authorizations 
totaled $284,311,271.48; that in the fourth quarter the advances 
totaled $56,259,698.48; that in the fourth quarter repayments on 
the loans totaled $2,197,998.66; that in the period February 2 
to December 31, the repayments totaled $11,839,526.71. Loans 
outstanding December 31 totaled $272,471,708.77. 

A further loan of $5,000,000 to the Baltimore & Ohio Rail- 
rroad Co. has been approved by the Commission, division 4, 
in a third supplemental report in Finance No. 9268. The loan 


was requested to enable the applicant to discharge the principal 
of equipment obligations maturing the first six months of 1933. 
Securities already pledged with the R. F. C. for loans hereto- 
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= made to the B. & O. are also to be pledged for the furthe 
oan. 

The report of the Commission showed that the aggrega, 
amount of loans granted heretofore to the B. & O. was $7. 
125,000, of which the company had drawn down $38,825,009 t, 
January 20. Of the total heretofore authorized, $31,625,09) 
approved August 19, 1932, said the report, was for the purpog 
of enabling applicant to pay in cash 50 per cent of the prip. 
cipal amount of $63,250,000 of 20-year convertible 4% per cen 
gold bonds, maturing March 1, 1933. The applicant's plan to 
handling this maturity had progressed to the point where jt 
might be reasonably expected to become operative in the neg 
future, said the report. 

“The consummation of the plan,” said the Commissioy 
“involving the largest railroad maturity of the current Year 
should have the effect of strengthening the general credit sit. 
uation and, in particular, the market position of the applicant; 
securities.” 

As to the applicant’s cash and income position and security 
offered for the further loan of $5,000,000, the Commission saig: 


The applicant’s cash balance on January 1, 1933, was $5,644,799, 
Net revenues and other income for the six months ending July } 
1933, are estimated at $23,280,893. Deducting estimated disburse. 
ments of $9,323,326 for taxes, rentals, and miscellaneous items, ani 
interest payments of $14,621,500, the applicant will have a deficit ip 
cash from income of $663,933 on July 1, 1933. During the same period 
equipment trust maturities will aggregate $5,504,700 and estimated 
capital disbursements $3,286,950, making the applicant’s total cash 
requirements $9,455,583 for the period January 1 to July 1, 1933, ex. 
clusive of the cash on hand January 1, 1933, which is less than the 
minimum cash reserve deemed necessary by the applicant. 

The applicant offers as security for the loan its present and 
future equities in all securities now pledged, or which may be here. 
after pledged, with the Finance Corporation for loans which have 
been or which may be made to the applicant. 

In our previous reports we have fully described the pledged se. 
curities, with detailed statements of price range for such of them as 
have been listed on exchange. The loans-of $67,125,000 heretofore 
approved by us are secured by $181,308,850, face amount of stocks 
and bonds of various companies. Conditions affecting the value of 
the securities of this applicant and its affiliated companies are not 
unlike those affecting the securities of railway companies generally, 
being due to the prevailing economic conditions. A study of the mar- 
ket quotations of these pledged securities over the six months end- 
ing January 14, 1933, discloses that as of August 15, 1932, the esti- 
mated market value of these stocks and bonds was $97,005,691 and 
on January 14, 1933, $89,542,979. The market value average of thees 
securities over the six months’ period as estimated by the applicant 
was $92,700,770, or 138.10 per cent of the face amount of loans here- 
tofore approved by us. 


In Finance No. 9827, the New York, Chicago & St. Louis 
has applied to the Commission for approval of a loan to it from 
the R. F. C. of $2,100,000. The purpose of the loan is to enable 
the applicant to pay fixed charges and interest. As security it 
offered pledges heretofore made to the R. F. C. and 4.5 per 
cent 50-year refunding bonds. Application for authority to issue 
which was made to the Commission at the same time, the 
amount to be pledged on the proposed loan being, as an addi 
titon to existing pledges, $1,569,000. 


In Finance No. $804, Chicago & North Western Railway (Co. 


reconstruction loan, the Commission, by division 4, on further 
application, has approved an additional loan of $11.127,700 to the 
Chicago & Northwestern from the R. F. C. This is the fourth 
loan to that carrier. Additional collateral consisting of $45; 
186,000 of Chicago, St. Paul, Minneapolis & Omaha Railway (Co. 
first mortgage 5 per cent bonds, series A, due in 2000, is to be 
deposited to cover this and previously approved loans, on which 
advances of $19,104,438 have been made. The carrier offerei 
those bonds as additional security for prior loans and as security 
for this one. ; 

The funds were desired to enable the carrier to meet it 
terest, equipment trust maturities and one-half of a maturing 
issue of debentures of $6,838,200. Of the debentures the carrie? 
said it expected their holders to take one-half in cash and oné 
half in the company’s general mortgage bonds. 

The Commission said that the applicant represented that it 
was unable to obtain the funds applied for from any othe 
source, saying that its ordinary requirements for many years hai 
been financed through Kuhn, Loeb & Co., but that that concer 
had declined to commit itself to any further loans to the 4P 
plicant. 

The deposits of bonds as collateral, according to a condt 
tion fixed by the Commission, are to be made in installments 
not proportionately less than the funds advanced from time to 
time. 

W. H. Bremner, receiver of the Minneapolis & St. Louis, it 
Finance No. 9832, has asked the Commission to approve a loa! 
to him from the R. F. C. of $1,027,174.52, to pay principal ani 
interest on four equipment trusts falling due between Jan. 1 and 
June 30, receivership expenses and taxes. He offers his certif 
cates as collateral. 

In Finance No. 9593, Canton & Carthage Railroad Co. recol 
struction loan, the applicant has withdrawn its application fot 
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the Commission’s approval of a loan to it of $150,000 from 
the R. F. C. To show withdrawal, the Commission has en- 
tered an order dismissing the application. ' 

In Finance No, 9835, Chicago, Rock Island & Pacific recon- 
struction loan, the carrier asked the Commission to approve a 
joan to it from the R. F. C. of $8,000,000 to enable it to pay 
maturing principal and interest. As security it offered its first 
and refunding mortgage bonds. 

In Finance No. 9836, Albert A. Sprague and Britton I. Budd, 
receivers of the Chicago, North Shore & Milwaukee Railroad 
Co., have applied for a loan from the R. F. C. of $600,000 for 
three years, to pay $520,000 in taxes and the company’s share 
of $80,000 in the cost of grade separation work in Wisconsin. 
The Reconstruction Finance Corporation made a loan of $1,150,- 
000 to the company before it was placed in receivers’ hands. 

In Finance No. 9837, the Santa Fe Northwestern Railway 
Co., has applied for a loan of $228,824 to repay the New Mex- 
ico Lumber & Timber Co. for funds advanced to applicant. The 
lumber company owns the outstanding bonds and stock of ap- 

nt. 

-_ Finance No. 9840, the Galveston, Houston & Henderson 
Railroad Co., has applied for a loan of $2,122,000 to pay first 
mortgage 5 per cent gold bonds due April 1. 


FLORIDA SAW LOG CASE 


The state of Florida and the Florida Railroad Commission 
have filed a motion with the Commission to have it set aside 
its final order in No. 18364, Georgia Public Service Commission 
vs. Atlantic Coast Line, and have asked for further hearing in 
and reconsideration of the proceeding, the popular name of 
which is Florida Saw Log Case. 

In the same case the Wilson Cypress Co. and Wilson Lum- 
ber Co. of Florida have filed a petition for further hearing in 

























fore and reconsideration of the proceeding, on the ground of newly 
. discovered evidence. ; 

not The Florida authorities do not admit the jurisdiction or 
ly, power of the federal body to enter the final order that has been 
“4 made in this case. On the contrary, they expressly deny the 
sti- existence of such jurisdiction and power. They merely move to 
and have the order set aside and for further hearing and recon- 
~ sideration. 

re- In support of both papers, the movants and petitioners set 


forth that the Commission has allowed the railroads through- 
out the southeast to make rates on saw logs as low and lower 
than the Cummer scale, which the federal body ordered to be 
ble eliminated so that it might be superseded by the level of rates 
it prescribed by it. In addition the Florida authorities point out 
what they declare are inaccuracies on material points as to the 
rates on logs in various parts of the southeast contained in 
the report upon which the final order was based. Their peti- 
ii tion and motion say that the declaration of the Commission, 
in the report on which the final order is founded, that “all of 
these (reduced) rates apply in ‘the western portion of southern 


er 


* territory and none in the eastern” is inaccurate. The Florida 
er authorities assert that the reduced rates apply in Georgia and 
' are applicable between all stations in Flordia on the St. Louis- 


San Francisco Railroad.” 

V The petition of the lumber companies also declares that 
7 the last réport of the Commission contains such inaccuracies. 
: The Commission, in this case, has denied the petition of 
F. C. Buffum Co., an intervener in this case, for further hear- 
ing, reconsideration and postponement of the effective date of 
the order entered in this case on Jan. 9. 


SIXTH SECTION REPARATION 


; An effort is being made by Karl Knox Gartner, in Southern 
; Transportation Co. et al. vs. Interstate Commerce Commission, 
to have the Court of Appeals of the District of Columbia recon- 
, sider its decision in this case in the light of its decision in 
es United States on relation of J. C. Campbell et al., trading as 
| Birch Valley Lumber Co, vs. Interstate Commerce Commission. 
: The last mentioned case raised a question, in a mandamus pro- 
ceeding, as to whether the Commission had acted lawfully in 
denying reparation in view of the fact that it had found that 
the lumber company was forced to absorb $15 a car on lumber 
because the rate from its shipping point was that much higher 
than the rates paid by its competitors only a few miles away. 
The Court of Appeals reversed the lower court and re- 
manded the case so that it might award a writ of mandamus. 
In the light of that reversal it is intended to ask the Court of 
Appeals to reconsider its decision in the Southern Transporta- 
tion case in which the court upheld the refusal of the Commis- 
sion to award reparation notwithstanding the latter’s finding 
that charges at Hampton Roads ports were imposed upon the 
complaining ship lines without tariff authority, in violation of 

the sixth section. 
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Chief Justice Hughes has extended the time in which ap- 
plication for a writ of certiorari to the Supreme Court of the 
United States may be made in the Southern Transportation 
case, which, under the rules of the court expire on February 19, 
so as to enable Mr. Gartner to proceed with his effort to per- 
suade the Court of Appeals to rehear the case. In his applica- 
tion to the Chief Justice Mr. Gartner suggested that proceed- 
ings in the Court of Appeals might obviate the necessity of 
his asking the Supreme Court for a writ of certiorari in the 
Southern Transportation case. He said that preparation of that 
application had been held up on account of a feeling that the 
decision in the Birch Valley Lumber case would have a material 
bearing on the Southern Transportation case notwithstanding 
that the latter was a proceeding in certiorari while the former 
was in mandamus. 

The motion for an extension of time in the Southern Trans- 
portation case discussed the merits of the litigation to some 
extent. Mr. Gartner contended that the finding in the Southern 
Transportation case made by the Commission, by its very 
nature, at once fixed the measure of the damages by the amount 
of the extess charge collected, and that the fact that the charge 
in question was an overcharge clearly established the fact of 
damage. He said that it seemed clear that if the Court of Ap- 
peals applied the principle announced in its decision in the 
lumber case to the Southern Transportation case, it would have 
to reverse its decision in the Southern Transportation case 
affirming the dismissal by the Supreme Court of the District of 
Columbia of the petition for the common law writ of certiorari 
sought in the last mentioned case. The purpose of the writ of 
certiorari sought in the Southern Transportation case was to 
have the court direct the Commission in the application of the 
law, resulting in an award of reparation. 


RECONSIGNMENT ARBITRATION 


Assistant Director R. V. Pitt of the Commission’s Bureau 
of Traffic held a conference on Feb. 9 with representatives of 
shippers and railroads, under the agreement between shippers 
and carriers for the arbitration of questions about diversion 
and reconsignment. Those attending the conference were F. M. 
Renshaw, representing the National Industrial Traffic League; 
S. H. Benson, Chicago Board of Trade; John D. Battle and 
Frank Carnahan, Associated Basic Industries diversion and 
reconsignment committee; W. L. Atwood, New England Freight 
Association; L. H. Kentwood, trunk line reconsignment com- 
mittee; F. C. Negley, the transcontinental lines, and J. G. Kerr, 
the carriers’ national committee. 

The matters in serious controversy were relatively few. 
One turned around the word “authorized” in a proposed liberal- . 
ization of the terms under which reconsignment would be per- 
mitted. One of the conditions now is “that shipment has not 
broken bulk.” To that the carriers proposed to add “except 
such as is incident to an authorized inspection.” Some ship- 
pers thought that the use of the word “authorized” would be 
a limitation that should not be in the broadened rule. 

Another controversy was as to whether “soya beans” should 
be added to the list of articles, chiefly grain, feed, hay and 
straw, that might be set out of the train for inspection without 
having to pay a reconsignment charge. The carriers objected 
to such an amendment of the rule, fearing that unless they 
resisted that extension the exemptions would spread over a 
wide area. 

Some shippers thought that inclusion of the word “author- 
ized” would make the liberalization too narrow. Mr. Pitt will 
arbitrate the point. 

Considerable discussion took place in a proposed broaden- 
ing of Rule 12 so as to permit the reconsignment of a car that 
has been set on a private track that has been rejected by the 
consignee. Shippers suggested that the rule should be broad- 
ened so that reconsignment should be permitted to practically 
all cars set on private tracks. Mr. Kerr terminated the discus- 
sion by withdrawing the proposed widening of the rule so as to 
allow rejected cars to be reconsigned. The rule as to cars set 
on private tracks, therefore, is not subject to arbitration by 
Mr. Pitt. 


RAILROAD MUST PAY GAS TAX 


In No. 176, Nashville, Chattanooga & St. Louis Railway, 
appellant vs. Roy C. Wallace, comptroller of the treasury of the 
state of Tennessee, et al., etc., the Supreme Court of the 
United States, February 6, in an opinion by Justice Stone, 
affirmed the Supreme Court of Tennessee, which held that a 
state excise tax levied on the storage of gasoline was, as ap- 
plied to appellant, valid. 

The carrier purchases large quantities of gasoline outside 
the state of Tennessee and brings it into the state in tank 
cars, from which it is unloaded and placed in its own storage 
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tanks. None of it is sold by appellant, according to the opin- 
ion, but all is withdrawn and used by it as a source of motive 
power in interstate railway operation in Tennessee, Kentucky, 
Alabama and Georgia. 

The tax was assailed both on the ground that it was im- 
posed on the gasoline while still a subject of interstate com- 
merce in the course of transportation from points of origin 
to points outside the state of Tennessee; and on the ground 
that it was in effect a tax upon the use of the gasoline in ap- 
pellant’s business as an interstate carrier, and was thus an 
unconstitutional burden on interstate commerce. 

Justice Stone said that the gasoline, on being unloaded and 
stored, ceased to be a subject of transportation in interstate 
commerce and lost its immunity as such from state taxation. 

“We cannot say,” continued he, “that the tax is a for- 
bidden burden on interstate commerce because appellant uses 
the gasoline, subsequent to the incidence of the tax, as an in- 
strument of interstate commerce. . . It cannot be doubted that, 
when the gasoline came to rest in storage, the state was as free 
to tax it, notwithstanding its prospective use as an instrument 
of interstate commerce, as it was to tax appellant’s right-of- 
way, rolling stock, or other instruments of interstate commerce, 
which are subject to local property taxes.” 

Appellant objected that the tax violated the Fourteenth 
amendment in that it was levied as a charge for the use of the 
highways which appellant did not use. But the levy is a tax, 
not a toll of charge for use of the highways, according to the 
court, and the constitutional power to levy taxes does not de- 
pend on the enjoyment by the taxpayer of any special benefit 
from the use of the funds raised by taxation. 

Justice Stone said the allegations of the bill showing that 
a heavier burden of taxation was imposed upon railroads than 
upon common carriers by motor bus, examined in the light of 
the applicable statutes of the state, fell short of alleging a 
discrimination forbidden by either the commerce clause or the 
Fourteenth amendment. 





DANGEROUS ARTICLES PROPOSALS 

The Commission, through W. P. Bartel, director of its 
Bureau of Service, in No. 3666, the case in which it prescribes 
regulations for the shipment of explosives and other dangerous 
articles, has circulated proposed regulations which were con- 
sidered at conferences held in the offices of the Bureau of 
Explosives, New York City, on Dec. 14 and other dates and on 
which substantial agreement was reached. The proposal in 
connection with suggested regulations is that they be handled 
by the modified procedure method. 

In the notice attached to the proposed regulations Director 
Bartel says that unless objections are filed within 20 days from 
the date of the notice, Feb. 7, the Commission will consider the 
issuance of an order making the proposed amendments effective, 
and may temporarily suspend action on the items objected to, 
pending further consideration. 


SIXTH SECTION APPLICATION 


In a sixth section application dated February 8, B. T. Jones 
has asked the Commission for permission to issue a supple- 
ment, on ten days’ notice, to the tariff of emergency charges 
for the purpose of making changes in item 55, group 701, of 
the tariff. The proposed changes would reduce the present 
emergency charge of 2 cents on tankage, N. O. I. B. N. and 
green glue stock, “viz.: hide trimmings and fleshings,” to a 
charge of 1 cent a hundred pounds. The application is in be- 
half of all the carriers. 


TUG COLLISION CASE 


The Supreme Court of the United States, February 6, in 
No. 286, New York Central Railroad Co., as owner of carfloat 
of “No. 37” and a carfloat in the tow of the “Talisman,” reversed 
road Co., respondent, an action brought by the New York Central 
to recover damages from the respondent caused by a collision 
of “No. 37” and a carfinat in the tow of the “Talisman,” reversed 
the Circuit Court of Appeals for the second circuit. The dis- 
trict court had held that the respondent was liable and the 
Circuit Court of Appeals had reversed that finding. 


INTRASTATE EMERGENCY RATES 


District Judge Bourquin, who delivered the opinion of the 
federal court for the district of Montana in No. 1442, State of 
Montana et al. vs. United States and Interstate Commerce 
Commission in connection with its denial of an order enjoining 
the enforcement of the Commission’s order in No. 25135, In- 
creases in Intrastate Rates, 186 I. C. C. 615, said: “We are of 
opinion that the reports of the Commission contain all essen- 
tial findings of fact to justify its order, however colloquially 
expressed.” (See Traffic World, Feb. 4, p. 219.) 

Montana, in seeking to have the order enjoined, claimed 
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that the Commission had not made the findings necessary 4 
serve as a foundation for an order setting aside the intr, 
state rates and substituting the interstate rates plussed by 
the addition of the emergency charges permitted in the Fifteg 
Per Cent Case, 1931. 

The judge observed that the statute, interstate commere 
act, provided that in the exercise of its authority the Commis. 
sion should report in writing, but as he said, “only when dan. 
ages are awarded does it stipulate findings shall be included.” 
In all other investigations, he added, “if justification otherwig. 
clearly appears, formal and precise findings are not necessary,” 














SUSPENDED TARIFFS 


In I. and S. No. 3857, the Commission has suspended fron 
February 6 until September 6, schedules in Bennettsville ¢ 
Cheraw I. C. C. No. A-50. The suspended schedules propose ty 
change the limits at Bennettsville, S. C., within which the 
Bennettsville & Cheraw will perform pick-up and delivery sery. 
ice on less-carload freight, from the present limits which read: 
“Within the corporate limits of Bennettsville, S. C., and south 
on the Blenheim road to Fleet Street, west on Fleet Street to 
Cotton Mill Road * * * west on Cotton Mill Road to Bennetts. 
ville & Cheraw Railroad, north on Bennettsville & Cherayw 
Railroad to corporate limits of City of Bennettsville, S. C.,” to 
the proposed limits which read: “Within a radius of ten miles 
of the City of Bennettsville, South Carolina, on any state main. 
tained highway.” 





















HOCH-SMITH FURNITURE 


On petition of J. E. Tilford, chairman of the Souther 
Freight Association, the Commission has further amended its 
order of July 28, 1931, in No. 17000, rate structure investigation, 
part 5, furniture, and No. 18323, investigation of rates on fur. 
niture, so far as it requires establishment of carload rates for 
application between points in southern territory and points in 
western trunk line territory, to become effective May 23, instead 
of February 20. 
















REDUCED ‘PULLMAN RATES 

A broader policy with respect to reductions in Pullman fares 
for application in connection with rail excursion rates was an- 
nounced by the Pullman Company this week. A cut of 25 per 
cent in the standard fare will be available to passengers taking 
week-end rail excursions, and numerous other special occasion 
rates such as those for the presidential inaugural ceremonies 
at Washington, D. C., the New Orleans Mardi Gras, Kentucky 
Derby, and various tours, are covered by the announcement. 
For about two years the Pullman Company has been experi- 
menting with reduced rates in an effort to stimulate new busi- 
ness, but in the past the reductions have applied only via par- 
ticular routes or in special coaches. Under the new policy, 
it is stated, reductions will be more general, extending to 
coaches in regular line service in connection with cut rail fares 
by whatever route. The cut in the week-end excursion rates 
will apply up to April 30, and may be extended through the 
summer, it is announced. 


PASSENGER FARE CUTS 
The Trafic World Washington Bureau 


Railroad executives, in a letter signed by R. H. Aishton, 
chairman of the executive committee of the Association of 
Railway Executives, have made a formal answer to the sug- 
gestion of Commissioner Porter, who was chairman when he 
made it, that they might improve their passenger revenues by 
making reductions. At the time this was written the Com- 
mission had not made the answer public. 

There is a definite understanding that the executives have 
said that they are unable to see that reductions such as pro- 
posed by Mr. Porter would constitute a way out. The stand 
understood to be taken is attributed by those who thought the 
Porter suggeston a good one to the influence of the Pennsyl- 
vania, the New York Central, the New Haven, and the Louis- 
ville & Nashville. The three first mentioned have about forty 
per cent of the passenger revenue. It is understood that the 
railroads generally cannot see how reductions would bring them 
any greater volume of business than they now obtain on the 
regular fares and the “mass” transportation they offer in week- 
end and other excursions. 

Among the arguments made by railroad executives is the 
one that forty-two per cent of the railroad mileage of the coun- 
try carries only one passenger train in both directions each 
day. On such thin traffic density lines they are not persuaded 
that lower fares will wean traffic away from busses and the 
private automobile. On the high density routes, it is argued 
that the revenue shows that the fares are not higher than the 
value of the service rendered. 
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Generally the position taken with respect to traffic now 






nA. ied by busses is that the busses have made their fares 
an erentially under the rail fares without much regard for the 
ifte t of service in the hope that they will earn a return on 
4 bir investment. The railroad executives believe that the 
Nere sses would make their fares differentially under railroad 
mis es even if the latter were reduced to the old two cents a 
is. 
bs ~ Poe experiment of the St. Louis-San Francisco made about 
Wiz fio years ago With the old two cents a mile basis, most execu- 
aa es have regarded as a warning to them. A reduction from 
—_ to 2 cents a mile, it has been figured, would require an 
hty per cent increase in volume to produce the same re- 
it. There was no such increase on the Frisco and the experi- 
from Ment was abandoned in a few months. 
le & Reduction to the basis of 2.5 cents a mile, it has been fig- 
3€ to ed, would require an increase in volume of about forty per 
the nt to bring about the revenue result that obtains on the 
Serv esent 3.6 cent basis. 
ead: However, executives throughout the country are trying 
outh periments with reduced fares limited to short periods, gen- 
t to ally week ends extending from Friday noon to the last train 
ets. Monday night. The revenue results, so far as known, seem 
Taw be regarded as satisfactory. Patronage seems to be induced 
” to such excursion rates, so that the number of passengers is 
Liles eatly increased on the days on which the reduced fare tickets 
ain- Mee good for transportation. 

The Pullman company has also been making experiments. 
ardly a day passes without the issuance of one or more sixth 
ction permissions by the Commission authorizing experiments 

ern her by the railroad company for itself, or the Pullman for 
its self, and in at least one case by a combination of the rail- 
ion, ad company and the Pullman resulting in reduction not only 
fur- the Pullman charge but in the surcharge which inures to 


for e benefit of the railroad company. One such combination 
in periment has been formulated by the Pullman and the Nash- 
ead lle, Chattanooga & St. Louis. That experiment is set forth in 
liman Co. sixth section application No. 66. The Pullman Co. 
ith the cooperation of the railroad company has asked per- 
ission, on one day’s notice, to publish one-way seat, berth, 


res bction and drawingroom rates, also reduced round-trip seat, 
an- prth, section and drawingroom, and surcharges, between Nash- 
er lle, Tenn., and Memphis, Tenn., and intermediate points. 

ng In arguing for grant of permission the Pullman said that 
on prior years a very considerable volume of traffic moved be- 
ies ween Memphis and Nashville where the experimental reduced 
ky ates are to be tried, requiring three cars for ngiht service. 


t present only one car is required and the earning by that 
ar is lower than was formerly the case. The reduced charges 
e to apply to July 31, 1933, unless sooner canceled, changed 
extended. The desire, according to the Pullman’s petition, 
to have the reduced fares and surcharges in effect in the 
arly part of the year when, as stated, “travel by highway is 
hore difficult, due to inclement weather, in order that pas- 
engers accustomed to using other means of transportation 
etween these places under more favorable conditions, may be 
nfluenced to continue the use of train travel in view of the 
educed rail and Pullman charges.” 

The applicant did not set forth the net result of changes 
hat would come from permission to make effective the sample 
ariff attached to the application. Apparently, however, the 
roposal is to reduce the one-way lower berth rate from $2.50 
0 $2.25 and the surcharge from $1.25 to $0.75, the result being 
reduction from a total of $3.75 for berth and surcharge to $3. 
m the round trip between those points the reduction in berth 
ate and surcharge would be from $7.50 to $5.50. 


nt. 
ri- 
si- 
ir- 
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BERNET |PRESIDENT OF NICKEL PLATE 


John J. Bernet, president of the C. and O., was, February 8, 
lected president of the Nickel Plate. 

Mr. Bernet had asked from the Commission authority to 
hold the position of director of the New York, Chicago & St. 
ouis Railroad Co., and generally, in addition, any office or 
bffices with the New York, Chicago & St. Louis Railroad Co., 
hnd a directorship or any office or offices with its subsidiary 
ompany, the Nickel Plate Connecting Railroad Corporation. 
e formerly was president of the Nickel Plate. The Nickel 
Plate is grouped with the Chesapeake & Ohio under the Com- 
ission’s consolidation plan. 

_, W. L. Ross, former president of the Nickel Plate, resigned, 
will continue as a director and as a member of the executive 
Ommittee, and will serve the road in an advisory capacity, with 
the title of president, retired. 


CLARK ON COMMERCE COMMITTEES 


Senator Bennett Clark, of Missouri, has been appointed a 


smember of the interstate commerce and commerce committees 
of the Senate. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. 


Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Utah.) Commission’s finding that agent 
was needed at certain station to give reasonable and adequate 
service must be affirmed, if supported by any reasonable evi- 
dence (Comp. Laws 1917, Sec. 4783, subsec. 2, and Sec. 4834). 
(Los Angeles & S. L. R. Co. vs. Public Utilities Commission 
et al., 17 Pac. Rep. (2nd) 287.) 

High percentage of railroad station costs as compared with 
revenue creditable to that station is not alone sufficient to 
justify discontinuance of agency at such station (Comp. Laws 
1917, Sec. 4783, subsec. 2).—Ibid. 

In proceeding to discontinue railroad station as agency sta- 
tion, evidence in another similar proceeding relating to another 
station could not be considered (Comp. Laws 1917, Sec. 4783, 
subsec. 2).—Ibid. 

Public Utilities Commission may take judicial notice of such 
facts as court may.—Ibid. 

Commission’s finding that nonagency station would not give 
reasonable and adequate service held not sustained by evidence 
(Comp. Laws 1917, Sec. 4783, subsec. 2, and Sec. 4834).—Ibid. 

Commission’s denial of railroad’s applicatoin for rehearing 
after denying application to discontinue station as agency sta- 
tion, to consider railroad’s offer to install telephone in station, 
would be erroneous (Comp. Laws 1917, Sec. 4783, subsec. 2).— 
Ibid. 





Shi 4 e @ 
ipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Charterer of 
barge is liable to owner only for his negligence or negligence 
of those to whom he intrusted barge. (The Reno, 61 Fed. Rep. 
(2nd) 966.) 

On proving bailment and return of barge damaged, owner 
established prima facie case and charterer had burden of 
showing no negligence on its part or by anyone to whom it 
had intrusted barge.—Ibid. 

Although charterer must exculpate himself where barge is 
returned damaged, he need not show how damage occurred.— 
Ibid. 

There being no evidence showing that charterer or its 
agent intrusted barge to tug which caused damage in shifting 
barge, charterer and its agent held not liable.—Ibid. 





(District Court, S. D. New York.) Libel by Cuban con- 
signee against Danish shipowner for damages to cargo shipped 
from Siam to Cuba held within local court’s discretionary juris- 
diction. (Bengochea et al. vs. Dampskib Selskabet Orient A/S, 
1 Fed. Sup. 934.) 





(District Court, S. D. New York.) Where subrogation suit 
was brought by American insurer of lost cargo between foreign 
ports against foreign vessel owner, local court declined juris- 
diction. 


American insurer of lost cargo, shipped from Germany to 
China on vessel of foreign owner, brought a libel against the 
foreign owner, claiming to be subrogated to the rights of the 
insured cargo owner, apparently also a foreign corporation. The 
insurance policy was issued in the United States. The bill of 
lading, issued at Hamburg, Germany, contained a clause stipu- 
lating that all questions arising under the bill of lading were 
to be governed by the law of Norway and to be decided in Oslo. 
Furthermore, the transactions in controversy all occurred in 
foreign territory, where all the evidence must be gathered. 
(The Tricolor, 1 Fed. Sup. 934.) 





(District Court, E. D. New York.) Owner may maintain 
limitation of liability proceedings after judgment on claim 








PAGE 280 


against which limitation is sought and even after appeal and 
giving of supersedeas bond. (The Victor, 1 Fed. Sup. 931.) 

Additional to surrendering vessel or giving bond for its 
value, owner seeking limitation of liability after judgment must 
pay interest on value of vessel from date of judgment, costs of 
tridl and appeal.—Ibid. 


(District Court, E. D. New York.) While state court is 
competent to entertain shipowner’s claim for limitation of lia- 
bility and afford appropriate relief, shipowner need not seek 
relief in state court, but may invoke federal court’s jurisdic- 
tion. (In re Moran Bros. Contracting Co., Inc., 1 Fed. Sup. 932.) 

Federal court had jurisdiction and should entertain ship- 
owner’s petition to limit liability after trial of issues of liability 
in state court and to restrain further proceedings in common- 
law court, or execution on judgment.—lIbid. 

On issue of laches, shipowner was not required to claim 
limitation of liability until its liability was established.—l!bid. 

Judgment recovered in state court established amount of 
claimant’s damage, but did not determine issue of shipowner’s 
right to limit liability (Jones Act, Sec. 33, 46 USCA, Sec. 688)). 
—Ibid. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 28 
totaled 472,088 cars, according to the car service division of 
the American Railway Association. This was a decrease of 
24,346 cars below the preceding week, 88,255 cars below the 
corresponding week in 1932 and 247,309 cars under the same 
period in 1931. 


Miscellaneous freight loading the week ended January 28 
totaled 152,580 cars, a decrease of 4,891 cars under the preced- 
ing week; loading of merchandise less than carload lot freight 
totaled 160,768 cars, an increase of 469 cars above the preceding 
week; grain and grain products loading totaled 25,254 cars, 
1,503 cars under the preceding week; forest products loading 
totaled 14,171 cars, 377 cars under the preceding week; ore 
loading amounted to 1,493 cars, a decrease of 794 cars; coal 
loading amounted to 95,993 cars, a decrease of 16,074 cars; coke 
loading amounted to 4,441 cars, 926 cars under the preceding 
week; and live stock loading amounted to 17,388 cars, a de- 
crease of 250 cars. 


Revenue freight loading by districts for the week ended Jan- 
uary 28 as compared with the corresponding period of 1932 was 
reported as follows: 


Eastern district: Grain and grain products, 4,539 and 5,545; live 
stock, 1,580 and 1,759; coal, 21,578 and 23,886; coke, 1,804 and 1,906; 
forest products, 864 and 1,636; ore, 202 and 414; merchandise, L. C. L., 
42,310 and 49,589; miscellaneous, 35,540 and 43,376; total, 1933 108,417; 
1932, 128,111; 1931, 163,040. 

Allegheny district: Grain and grain products, 2,297 and 2,953; live 
stock, 1,183 and 1,463; coal, 22,983 and 26,094; coke, 1,437 and 1,895; 
forest products, 585 and 908; ore, 187 and 379; merchandise, L. C. L., 
32,471 and 38,803; miscellaneous, 27,123 and 38,946; total, 1933, 88,266; 
1932, 111,441; 1931, 149,057. 

Pocahontas district: Grain and grain products, 236 and 294; live 
stock, 43 and 53; coal, 23,801 and 22,926; coke, 202 and 173; forest 
products, 344 and 582; ore, 22 and 46; merchandise, L. C. L., 4,954 
and 5,322; miscellaneous, 3,952 and 4,639; total, 1933, 33,554; 1932, 34,635; 


1931, 43,083. 

Southern district: Grain and grain products, 2,354 and 2,609; 
live stock, 825 and 985; coal, 11,942 and 13,692; coke, 297 and 291; 
forest products, 5,048 and 6,522; ore, 150 and 307; merchandise, 
L. C. L., 28,165 and 32,335; miscellaneous, 28,130 and 29,730; total, 
1933, 76,911; 1932, 86,471; 1931, 113,546. 

Northwestern district: Grain and grain products, 5,666 and 6,580; 
live stock, 5,037 and 6,843; coal, 5,509 and 6,686; coke, 510 and 741; 
forest products, 3,886 and 4,641; ore, 50 and 40; merchandise, L. C. L., 
18,228 and 21,843; miscellaneous, 15,280 and’ 17,448; total, 1933, 54,166; 
1932, 64,822; 1931, 67,107. 

Central western district: Grain and grain products, 7,058 and 
11,002; live stock, 7,000 and 8,481; coal, 7,170 and 10,484; coke, 85 and 84; 
forest products, 1,535 and 2,564; ore, 636 and 1,251; merchandise, 
L. C. L., 22,060 and 26,215; miscellaneous, 22,356 and 28,239; total, 
1933, 67,900; 1932, 88,320; 1931, -106,817. 

Southwestern district: Grain and grain products, 3,104 and 3,998; 
live stock, 1,720 and 1,641; coal, 3,010 and 4,393; coke, 106 and 115; 
forest products, 1,909 and 2,111; ore, 246 and 379; merchandise, L. C. L., 
12,580 and 13,867; miscellaneous, 20,199 and 20,639; total, 1933, 42,874; 
1932, 47,143; 1931, 56,747. 

Total, all roads: Grain and grain products, 25,254 and 32,981; live 
stock, 17,388 and 21,225; coal, 95,993 and 108,161; coke, 4,441 and 5,205; 
forest products, 14,171 and 18,964; ore, 1,493 and 2,816; merchandise, 
L. C. L., 160,768 and 187,974; miscellaneous, 152,580 and 183,017; total, 
1933, 472,088; 1932, 560,343; 1931, 719,397. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 
WOOK OnGed TARURTF Ticcccicccscss covve 435,652 571,678 713,128 
Week ended January 14.........ccsccccces 506,322 572,649 725,212 
WOU GREE ZRRURTT Bhi ccc cccccccccsesoe 496,434 562,101 715,474 
WOGK GNGOR JANUATY BS... ...csccccccccccees 472,088 560,343 719,397 
PE eT eee ET rere re. 1,910,496 2,266,771 2,873,211 
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RAILROAD EARNINGS 


Class I railroads in 1932 had a net railway operating i, 
come of $334,324,999, which was a return of 1.25 per cent 
their property investment, according to complete reports fy 
the year filed by the carriers with the Bureau of Railway 
Economics. 

The net railway operating income in 1931 was $537,945,4% 
or 2 per cent on the property investment. Continuing, th 
bureau said: 


Property investment is the value of road and equipment as show 
by the books of the railroads, including materials, supplies and cash, 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interes 
and other fixed charges are paid. 

This compilation as to earnings in 1932 is based on reports from 
167 Class I railroads representing a total mileage of 242,138 miles, 

The reduction in the net railway operating income is 1932, com. 
pared with the preceding year, resulted from a decline in traffic largely 
resulting from business conditions that existed during the year. Th 
reduction would have been much greater, however, had it not been 
for drastic reductions which the rail carriers made in their operating 
expenses. 

Compared with a reduction in 1932 of more than 24 per cent 
under 1931 in the volume of freight traffic carried by the railroads, was 
a reduction of 25.4 per cent in the gross revenues and a decrease of 
25.5 per cent in operating expenses. 

Passenger traffic in 1932 was the smallest for any year since 1900, 
Passenger rrevenues in 1932 amounted to $377,094,345, which was a 
decrease of $173,906,628 or 31.6 per cent compared with 1931. 

Gross operating revenues of the Class I railroads in 1932 amounted 
to $3,161,928,659 compared with $4,236,421,341 in 1931, a decrease of 25.4 
per cent. Operating expenses in 1932 totaled $2,429,385,918, compared 
with_$3,259,295,115 in 1931, a decrease,of 25.5 per cent. 

Class I railroads in 1932 paid $279,284,244 in taxes, a decrease of 
$28,723,397 or 9.3 per cent under the total tax bill of Class I rai: 
roads in 1931. 

Fifty-nine Class I railroads operated at a loss in 1932, of which 
seventeen were in the eastern, fifteen in the southern and twenty- 
seven in the western district. 

For the month of December, 1932, the net railway operating income 
of the Class I railroads amounted to $32,856,895, which was at the 
annual rate of return of 2.01 per cent on their property investment. 
In December, 1931, their net railway operating income was $27,618,392 
or 1.68 per cent on their property investment. 

Gross operating revenues for the month of December amounted 
to $246,062,200 compared with $288,645,768 in December, 1931, or a 
decrease of 14.8 per cent. Operating expenses in December totaled 
$188,205,333 compared with $235,206,477 in the same month the year 
before, or a decrease of twenty per cent. 


Eastern District 


The net railway operating income for the Class I railroads in the 
eastern district in 1932 amounted to $220,167,223, which was at the 
rate of return of 1.78 per cent on their property investment. In 1931 
their net railway operating income was $278,018,371 or 2.26 per cent on 
their property investment. Gross operating revenues of the Class I 
raliroads in the eastern district in 1932 totaled $1,618,671,591, a de- 
crease of 23.8 per cent below 1931, while operating expenses totaled 
$1,199,328,810, a decrease of 26.5 per cent below 1931. 
wt ek ae in — district for the month of Boone 

ay operating income of $19,784,211, compared wit 
$14,129,183 in December, 1931. ’ 2 


Southern District 


Class I railroads in the southern district in 1932 had a net railway 
operating income of $26,347,968, which was at the rate of return of 
0.79 per cent on their property investment. In 1931, the net railway 
operating income amounted to $44,662,533, which was a return of 
1.34 per cent. Gross operating revenues of the Class I railroads in 
the southern district in 1932 amounted to $379,255,568, a decrease of 
26.7 per cent under 1931, while operating expenses totaled $312,957,273, 
a decrease of 26.5 per cent. 

The net railway operating income of the Class I railroads in the 
southern district in December amounted to $5,944,693, while in the 
same month in 1931 it was $3,683,655. 


Western District 


Class I railroads in the western district in 1932 had a net railway 
operating income of $87,809,808, which was a return of 0.79 per cent 
on their property investment. In 1931, the railroads in that district 
had a net railway operating income of $215,264,584, a return of 19 
per cent on their property investment. Gross operating revenues 
of the Class I railroads in the western district in 1932 amounted to 
$1,164,001,500, a decrease of 27.1 per cent under the year before, while 
operating expenses totaled $917,099,835, a decrease of 23.7 per cent 
compared with 1931. f 

For the month of December, the net railway operating income 
of the Class I railroads in the western district amounted to $7,127,991 
The net railway operating income of the same roads in Decemeber, 
1931, totaled $9,805,554. 


Class | Railroads—United States 


Month of December 
1932 1931 Per cent 
Total operating revenues...... $ 246,062,200 $ 288,645,768 14.8 . 
Total operating expenses...... 188,205,333 235,206,477 20.0 De. 
TAXOR coccccccccccesccccccsscs 15,760,341 16,270,583 3.1 De. 
Net railway operating income 32,856,895 27,618,392 19.0 Ine. 
Operating ratio—per cent.... 76.49 81.49 . 
Rate of return on property 
WVORtMeNnt .cccccvececsese 2.01% 1.68% 
Twelve months ended December 31 t 
1932 1931 Per - 
Total operating revenues...... $3,161,928,659 $4,236,421,341 25.4 = 
Total operating expenses...... 2,429,385,918 3,259, 295,115 25.5 De 
OOM .04464css0aennes ER 279,284,244 308,007,641 9.3 De 
Net railway operating income 334,324,999 537,945,488 37.9 De. 
Operating ratio—per cent..... 76.83 76.94 seer 
Rate of return on property 
rrr 1.25% 2.00% 
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OCEAN SHIPPING DEVELOPMENTS 


ley, chairman of the American Steamship Owners’ Association, 
and H. G. Smith, president of the National Council of American 


gshom The Trafic World New York Bureaus Shipbuilders, praised Chairman O’Connor and emphasized his 
oul HE last week has found the full cargo trades improved, in fitness to retain the post which he now occupies. 


Niterest 


S from 
2s, 


COM: 










volume at least, in several divisions. The grain market 
profited by a drop in Canadian exchange and several full cargoes 
as well as berth bookings were consummated. Improvement 
was also shown in the time charter and transatlantic sugar 
trades, as well as two fixtures of cotton cargoes from the Gulf. 

The first grain business out of Montreal developed in two 
fixtures, one for 14,000 quarters to Denmark at 1044c, Sweden 


License for Forwarders 


Placing of foreign freight forwarders under a _ federal 
license was urged by Frederic Henjes, Jr., president of the 
New York Freight Forwarders’ and Brokers’ Association, at a 
meeting of the association Feb. 7. 

“Real estate, insurance and other service industries are 


ti 
vine at 1lc or Finland at 1114c, loading date Apr. 26-May 15; and controlled and protected under some form of license which 
cent another of 21,000 quarters, also to Scandinavia on the basis of may be constructively extended to embrace the freight for- 
ssi 10%c for April-May. Other full cargoes closed included 34,000 warders as well,” he said. “Under present-day conditions, 
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quarters to Antwerp-Rotterdam from St. John, N. B., or Halifax 
on the basis of 54%4c Canadian currency for prompt loading, with 
an option for United Kingdom discharge at 1s 9d; and a 
steamer to take 34,000 quarters from Portland, Me., to Antwerp- 
Rotterdam at 5c, prompt loading. 

The comeback of the time chartering trade was featured 
by the engagement of a small Norwegian vessel for a trip out 
in the New York-Australia trade for March loading, done on 
private terms; a 3,200 net ton steamer for a round trip in the 
South America trade at 40c with delivery in the United King- 
dom, redelivery north of Hatteras, prompt, and another small 
vessel for a trip down in the River Plate trade, delivery Gulf, 
for February, on private terms. In addition there were a num- 
ber of charters in the West Indies trade. 

Three transatlantic sugar fixtures were consummated, all 
from Santo Domingo to United Kingdom-Continent for February 


steamship companies may or may not pay brokerage. There 
is no government control as to the payment or amount of this 
brokerage and it is well known that brokerage has been paid 
to so-called bogus brokers as well as to subsidiaries of manu- 
facturers operating as such, the latter creating an effect that 
it is discriminatory to the competing manufacturer not so 
favored.” 

He urged that steamship companies be required to publish 
tariffs similar to those of the railroads and services should 
be charged for as addiitonal to that of actual transportation. 
Certificates of convenience could be issued to the carriers so 
that violators of the rate structure would become subject to 
the law and the government should take under thoughtful con- 
sideration the creation of a fact finding board for the purpose 
of formulating regulatory and protective measures in the broad 
interest of our foreign trade, he asserted. 


otaled and March at rates ranging from 13s 3d for a 5,000-ton ship to Discussing the agitation for the use of American vessels 
. year} 13s 6d for a smaller vessel, the latter having a Cuba loading to carry American goods, Mr. Henjes said: “If the American 
option at 14s 6d. Merchant Marine is to carry American exports, it will be 
A number of tanker fixtures were made from the Gulf and helped considerably if all exporters will sell CIF, in which 
in ~ California. A dirty boat was fixed from one port in California event the right to route their shipments rests in their hands, 
i an to two in Japan at 214%4c for May and a clean vessel of 9,000 but as long as our merchants and exporters sell FOB some- 
nt on{ tons from California to China at 15s for February. The Gulf where in the United States, the right to route rests with the 
9h fixtures were mainly for United Kingdom-Continent. buyer.” 
otaled The monthly Pacific freight market report of the General Intercoastal Competition 
Steamship Corporation states that the first month of the year “p - : 
smber| closed with little or no change in general market conditions ropaganda” by the transcontinental railroads in behalf 
with over the preceding month, chartering being confined mostly to of —— or elimination of competition of water lines, par- 
wheat for Europe. No change for either better or worse is ee arly those operating in the intercoastal trade, was as- 
; expected during February, with business continuing on a hand- %4iled by Edgar F. Luckenbach, president of the Luckenbach 
a to-mouth basis Steamship Lines, in a statement February 7. 
ilway In the United Kingdom-Continent grain trade, rates main- _ The plain, unadulterated greed of American railroad com- 
rn of tained their previous level of about 23s 6d, but a weakening panies, their frantic desire to slaughter all competition of every 
ds i} of the structure to as low as 22s 6d would not be unexpected. a regardless of the effect on the country and their long- 
7,213, | One vessel fixed for Shanghai from Vancouver was secured at ©8tablished custom of whining more loudly in the face of ad- 
$2.30 Canadian currency. versity than any other industry, are perfectly illustrated in the 
+ In the Pacific coast lumber trade there was little business TeCommendations made to President-elect Roosevelt by Walker 
accomplished and little or no future inquiry. A fixture for D. Hines and Swager Shirley, as reported in New York news- 
Japan done on private terms was reported to have been in the Papers,” said Mr. Luckenbach. : 
way § Reighborhood of $4.50. It was rumored that two or three ves- According to the published stories, these gentlemen urged 
cent # sels had been fixed for the Australian trade for March or April the abandonment of the long and short haul provisions of the 
‘tri’ fo the basis of about $6.50 Canadian funds, but no verification interstate commerce act on the ground that it bars railroad 
Was possible. competition with the Panama Canal and has had a serious 
xd to The U0. B: Intercoastal Conference announces that the March effect on railroad business. They recommended also, if the 
mill rate on eastbound lumber shipments has been fixed at $8.75 a published reports are correct, that all water expansion and 
- thousand feet, plus a surcharge of 25 cents. The single rate improvements should be discontinued. 
“ome for March will be 58% cents a hundred pounds, plus a sur- “The importance of their statements regarding the Panama 
991. charge of 3 per cent. These rates represent a continuation of Canal lies not in the fact that their arguments are wholly false, 
ober, the February rates. but in the revelation that propaganda of such a vicious, stealthy, 
Effective March 1 the ports of New York and New Orleans 2nd unreliable nature is being poured into the ears of Mr. 
will be placed on a parity in respect to ocean freight rates on Roosevelt and other leading men of the incoming administra- 
“ial Colombian coffee with a common rate of $10 a ton from Buena- tion, on which the hopes of the country rest. Railroad compe- 
De. ventura, Cartagena and Puerto Colombia. Formerly the rate tition has not been eliminated by the Panama Canal. Amer- 
) De. Was $10 to New York and $12 to New Orleans. The Standard ican intercoastal shipping has had the most intense competition 
= Fruit Company and United Fruit Company placed the ports on from the rail carriers ever since the opening of the canal 
parity at $11 a ton. This is to be reduced to $10 on March 1. Mineteen years ago and is having it today. 
y reason of recent rail rate adjustments New Orleans, under “If the recommendations of Mr. Hines were followed it 
the new arrangement, will have a differential amounting, in Would mean the complete elimination of all shipping engaged 
some cases, to $7 a ton under New York on coffee shipments in the intercoastal trade except those companies subsidized 
= via the Gulf to Middle West points. by mail contracts. American ships passing through the Panama 
De. Asking the aid of advertising men in behalf of patronage Canal have paid, during the past five years, an average of 
De. of American ships, T. V. O’Connor, chairman of the Shipping $12,462,514 per year. If these ships were eliminated or driven 
De. Board, addressed a luncheon meeting of the Advertising Club to other trade routes American taxpayers would have to shoul- 





in New York Feb. 2. He suggested the adoption of a variation 
of the “Buy American” slogan, such as “Ship American,” “Travel 
American” or ‘Write American Advertisements.” Paul M. Rip- 





der this additional burden of taxation. 
“This result doubtless would be highly pleasing to Mr. 
Hines, who has been a railroad lawyer. The railroads have 
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T is old, this refrain, “WHERE IS MY CAR TO- 

DAY.” As old as the movement of freight on 
rails. Yet it is still being sung by industrial traffic 
managers throughout the nation. And the melody 
is daily carried over thousands of miles of telephone 
and telegraph wires. It is, and always will be, the 
theme song of freight traffic. 

To answer properly the question of this theme 
song the Norfolk and Western Railway maintains a 
clearing house for car information at Roanoke, Va. 
The office of its Superintendent of Car Service 
annually gives definite information by wire and by 


Vol. LI, No. ¢ 
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letter on approximately 20,000 cars and aim Per 
thousands of telephone requests for car recorgeant 
records show all car movements on the railway mephe 
ing about 10,000,000 per year. Supplem@pon | 
these records are daily wire reports from keypmr th 
showing (for about 125,000 cars per year) cameng 
bers, contents, destinations and time of forwamtati 
They enable the railway’s larger traffic om car 
agencies and its Superintendent of Car fj 
Service to give immediate and accurate in- 
formation in answer to the theme - song 
query, ‘Where Is My Car Today?” 





NORFOLK AND 


: ROANGR( 





0. § February 11, 1933 


A 


Perhaps the greatest aid in answering this im- 
gant question is the railway owned and operated 
phone lines, which provide immediate communi- 
mon between all important points. During the past 
mmr these lines have been gradually extended, en- 
ng Norfolk and Western freight traffic repre- 
wmtatives to talk with yards and agencies concern- 
(mm cars moving through their territories. Valuable 
| time is thus saved and the edge is removed 
from many a trying day. 
So, the old refrain is gradually becom- 
ing a softer melody because of the con- 


sistent effort of the Norfolk and Western Railway 
to provide an answer, promptly and accurately. The 
refrain is the same — but shippers and receivers of 
freight that moves over the Norfolk and Western 
sing it in a new key. 


Norfolk and Western freight traffic department 

representatives, in all important centers of in- 

dustrial activity, will gladly cooperate toward a 
solution of your traffic problems. 


STERN RAILWAY 


GRGINIA ! ‘ 
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never agitated in favor of fair competitive conditions. Their 
aim has always been the absolute obliteration of all types of 
competition—ships, barges, river traffic, canals, motor trucks, 
motor busses, airplanes. In practically all cases they have 
attempted to sweep back the tide of progress. 

“Their open and undercover activities in behalf of their 
greedy ambitions have unnecessarily cost the public and other 
industries millions of dollars. By every type of propaganda 
known, includng threats of receiverships and great loss to thou- 
sands of investors, they have tried to force the whole United 
States to come to the rescue of the railroads, at a time when 
all businesses throughout the world are undergoing fully as 
great, and in many instances far greater, hardships. 

‘It is significant that, while the gross revenues of the 
railroads of the United States for the calendar year of 1932 
were approximately $3,000,000,000, the gross revenues of all the 
American intercoastal ships transiting the Panama Canal during 
the same period (omitting oi] and lumber) were about $30,- 
000,000—less than 1 per cent of the railroad income. The add- 
ing of $30,000,000 to the gross revenues of the railroads would 
be of little appreciable advantage to them. The taking away 
of this amount from the intercoastal steamship lines would 
mean their complete elimination and it would cause the Panama 
Canal to operate at a huge annual deficit.” 


WATER CARRIER AGREEMENTS 


The following agreements, filed in compliance with section 
15 of the shipping act of 1916, have been approved by the Ship- 
ping Board: 


Atlantic Coast to Dutch East Indies, Straits, and India: 2161— 
Quaker Line with Silver Line, Limited: Arrangement covers through 
shipments from United States Atlantic Coast ports of loading of 
Quaker Line to ports in the Dutch East Indies, Straits, and India 
served by the Silver Line vessels employed in the Silver-Java Pacific 
Line, with transshipment at Los Angeles Harbor or San Francisco. 
Transshipment expense is to be assumed by the lines. 

Atlantic Coast to New Zealand and Australia: 2214—Luckenbach 
Steamship Company, Inc., with The Oceanic Steamship Company and 
Oceanic and Oriental Navigation Company; 

2216—Luckenbach Steamship Company, Inc., with Transatlantic 
Steamship Company, Ltd.: 

Each of these agreements provides for through shipments from 
United States Atlantic Coast loading ports of Luckenbach to ports of 
call of the on-carrying line in New Zealand and Australia, with trans- 
shipment at San Francisco or Los Angeles Harbor. Agreement No. 
2216 is to cancel and supersede Agreement No. 1603, approved by the 
board August 19, 1931. 

Gulf to United Kingdom: 2218—Leyland Line, Harrison Line, and 
Dixie U. K. Line: The purpose of this agreement is to apportion 
sailings and pool the earnings on traffic from designated Gulf ports 
of the United States to designated United Kingdom ports. The agree- 
ment covers all eastbound freight traffic except grain, soya beans, 
bulk sulphur, mails, and passenger revenue. Full cargoes of grain, 
soya beans. coal, coke, phosphate, and sulphur are also excepted. 

Regulation of traffic matters and the adoption of proper policies 
are to be handled by a committee composed of a representative of 
each line, all action to be by unanimous vote. 
signees or shippers in respect to charges in connection with loading 
and unloading cargo are prohibited, and special concessions or prefer- 
ences to shippers or consignees are not to be permitted, except as 
unanimously agreed upon by the committee; action violative of the 
regulatory provisions of the Shipping Act being specifically prohibited. 
Provision is made for the appointment of a committee composed of 
representatives of the lines in Liverpool for handling matters de- 
veloping in the United Kingdom in connection with the traffic covered 
by the agreement. Parties agree not to become interested, directly 
or indirectly, in any competition between the ports covered by the 
agreement. 

The agreement is to become effective February 1, 1933, and is 
to continue in effect through June 30, 1934. If notice of withdrawal 
has not been given on the first of January, 1934, the agreement is 
to continue automatically from year to year, subject to six months’ 
notice of withdrawal. isputes arising under the agreement are to 
be settled by arbitration. ; 

District of Columbia to Cuba: 2219—Norfolk and Washington, 
D. C., Steamboat Company with Munson comer mms | Line: Arrange- 
ment covers beter shipments from Washington, D. C., to Havana, 
Cuba, with transshipment at Norfolk. Norfolk and Washington, D. C., 
Steamboat Company is to absorb the cost of transfer at Norfolk. 

Between United States, Canada, and Hawaiian and Philippine 
Islands, Dutch East Indies, Straits Settlements, Ceylon, British India, 
Africa, Madagascar, and Reunion: 2223—N. V. Stoomvaart Maat- 
schappy ‘Nederland’ with N. V. Rotterdamsche Lloyd: This agree- 
ment provides for joint service of the respective lines under the trade 
name Pacific-Java-Bengal Line. Such joint service is to be operated 
between the west coast of the United States and Canada, United 
States Gulf ports, and the Hawaiian and Philippine Islands, the Dutch 
East Indies, the Straits Settlements, Ceylon, British Indian ports, 
ports in South and East Africa, Madagascar, and Reunion. The 
Pacific-Java-Bengal Line in turn is to operate a joint service in 
conjunction with Silver Line, Ltd. (the latter joint service being 
known as Silver-Java-Pacific Line) pursuant to the provisions of 
agreement approved by the board November 29, 1932 (Agreement No. 
2128). The number of vessels to be used by the Pacific-Java-Bengal 
Line service is to be determined jointly by the lines operating such 
service and the earnings of the joint service are to be apportioned 
between them. The agreement may be terminated by six months’ 
notice in writing by one signatory to the other, or immediately by 
agreement of the parties. This agreement is to supersede Agreement 
No. 1691, approved by the board December 9, 1931. 

Gulf Ports to New Zealand and Australia: 2227—Gulf Pacific Line 
with Union Steam Ship Company of New Zealand, Ltd.: Covers 
through billing arrangement covering shipments from United States 
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Gulf ports of loading of Gulf Pacific Line to New Zealand and Austra. 
lian ports of call of Union Steam Ship Company, with transshipment 
at San Francisco or Los Angeles Harbor. Cost of transshipment jg 
to be assumed by the carriers, This agreement is to cancel anj 
supersede Agreement No. 1594, approved by the board August 26, 1931, 


Agreements Modified 


Pacific Westbound Conference-Prince Line, Ltd. (57-5-1): The 
memorandum of agreement records an agreement between member 
lines of the Pacific Westbound Conference and Prince Line, Lta 
whereby the latter carrier undertakes to observe the rates, rules 
regulations and decisions of the Conference except that Prince Line 
is not to have a vote in the affairs of the Conference, is not to be 
required to post penalty deposit in the sum of $25,000 as required of 
member lines of the Conference and is not to share in the expense 
of maintaining the Conference except as may be agreed from time 
to time by the parties. In return Prince Line is to be permitted to 
participate in contracts between Conference members and _ shippers 
and agrees to pay immediately upon demand damages for breach of 
the agreement of the Conference in accordance with the terms thereof, 
or, upon failure to do so, to appear in court and defend any suit 
commenced by member lines of the Conference to collect such dam- 
ages. The agreement may be terminated by Prince Line or by the 
member lines of the Conference upon 90 days’ written notice. The 
agreement is to supersede, in so far as Prince Line’s participation 
therein is concerned, agreement to observe rates, rules and regula- 
tions of the Conference in return for the privilege of participating 
in Conference carriers’ contracts with shippers between Prince Line 
and Bank Line and the member lines of the Conference approved by 
the board April 22, 1931 (Conference Agreement No. 57-5). 

1261-1—Panama Pacific Line with Elder Dempster Lines, Ltd, 
and American West African Line, Inc.; 

1311-1—American West African Line, Inc., and Elder Dempster 
Lines, Ltd., with Luckenbach Steamship Company, Inc.: 

_ The purpose of these modifications is to record Elder Dempster 
Lines, Ltd., as a participating carrier and as successor of Elder 
Dempster & Company, Ltd., in agreements covering through ship- 
ments from Pacific Coast ports to Canary Islands and West African 
ports (1261), and from West African ports to Pacific Coast ports 
(1311). Each agreement provides for transhipment at New York. 

1469-1—The Atlantic & Caribbean Steam Navigation Company 
with Elder Dempster Lines, Ltd.: Modifies an agreement between 
The Atlantic & Caribbean Steam Navigation Company and Elder 
Dempster & Company, Ltd., covering through shipments of tobacco 
and saltpeter from San Juan, Puerto Rico, to Santa Cruz de Teneriffe, 
Canary Islands, with transhipment at New York. The purpose of 
this modification is to record Elder Dempster Lines, Ltd., as a par- 
ticipating carrier and as successor of Elder Dempster & Company, 
Ltd., in this agreement, 


Agreements Cancelled 


623-C—Elder Dempster Lines, Ltd., with Luckenbach Steamship 
Company, Inc.: Cancels an agreement approved by the Board April 
17, 1928 (623), February 10, 1932 (623-1), covering through shipments 
of cocoa beans from West African ports to U. S. Pacific ports, via 
New York. 

1442-C—Royal Netherlands Steamship Company with Panama Mail 
Steamship Company, United Fruit Company, Panama Pacific Line, 
Grace Line, Compania Sud Americana de Vapores and Furness Lines: 
Cancels an agreement approved by the Board March 11, 1931 (1442), 
providing for triangular tours from New York to Cristobal across 
various South American ports to Trinidad and Barbados and return 
to New York or vice versa. Cancellation of this agreement was re- 
quested because of the inability to book passengers on this tour. 

1474-C—Pacific Java Bengal Line, Kerr Steamship Company, Inc., 
Klaveness Line, Oceanic and Oriental Navigation Company, States 
Steamship Company, and Tacoma Oriental Steamship Company: The 
agreement which is cancelled between the above named companies 
and provides for the maintenance of minimum rates on copra from 
Menado, Gorontalo, Ternate, and Amoerange to Pacific Coast ports. 


NEW YORK LIGHTERAGE CASES 


Although exceptions to the proposed report of Examiner 
Earl M. Steer in No. 22824, State of New Jersey vs. New York 
Central et al., No. 23040, New Jersey Traffic Advisory Committee 
vs. Same and No. 23327, City of Boston et al. vs. Same, con- 
stituting the New York Lighterage Cases, are not due to be 
filed with the Commission until Feb. 27, the parties to it are 
indicating the nature of the exceptions which it is believed will 
= to the proposed report. (See Traffic World, Feb. 4, P. 
215.) 

In a statement on the subject W. H. Chandler, manager of 
the traffic bureau of the Merchants’ Association of New York, 
asserts that the findings, if made by the Commission as pro- 
posed, would be unduly prejudicial to shippers beyond the 
lighterage limits on the New York side of the harbor; that 
New England shippers who were compelled to use the port of 
New York would be subjected to a stiff increase in their im- 
port and export rates; that Jersey City and Hoboken shippers 
now delivering freight at the coastwise receiving stations in 
those cities would pay a higher rate than other shippers in 
northern New Jersey; that the rail grain business at the port 
would be destroyed; that instead of helping Boston, the exam- 
iner’s recommendations would really benefit Philadelphia, Bal- 
timore and New Orleans; and that the New York merchant who 
used a regular freight or pier station or team track would not 
be affected, nor would the New Jersey shipper with whom he 
competed be benefited in any way because his rates would 
remain unchanged. 

Mr. Chandler said that undoubtedly a decision of the Com- 
mission along the lines suggested by Examiner Steer would be 
received with satisfaction at other ports, particularly New 
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Orleans. His thought was that by the time New Jersey built 
terminals needed to handle the business now handled by New 
York but which, on account of the rate adjustment proposed, 
it would no longer handle, traffic would have become so accus- 
tomed to using other ports that it would not come back. 

In commenting on the report of Examiner Steer, Wilbur 
LaRoe, Jr., counsel for the New York Port Authority, said that 
the chief change proposed by the examiner was that all de- 
liveries by lighter to points outside of regular railroad stations 
on both sides of the harbor should incur a surcharge of three 
cents on general freight and one-half that amount on grain. 
Such points, he said, included steamship piers, waterfront in- 
dustries and public piers over which such commodities as build- 
jng materials and fuel were handled. 

To the extent that lighterage to shipside was a necessary 
part of the expedited service rendered from the port of New 
York, rail import and export rates would be surcharged by sixty 
cents a ton. The port differentials or rate handicaps under 
which the entire port labored in its competition with Balti- 
more, Philadelphia and southern ports, he said, would be 
doubled, under the Steer plan. 

Formal exceptions to the Steer report have been filed by 
the New York Board of Trade. They uphold the position of 
that body in the proceedings heretofore had in favor of the 
continued treatment of all parts of the port of New York as 
an entity, as had been the fact for many years, and disagree 
with the proposed findings of the examiner of undue prejudice 
and undue preference. 


INTERCOASTAL REGULATION 


The Trafic World Washington Bureau 


The House merchant marine committee has ordered favor- 
ably reported S. 4491, the Copeland intercoastal steamship 
regulation bill, with amendments. Section one was amended 
to make the definition of common carrier by water in inter- 
coastal commerce cover every common and contract: carrier, 
In section two, the word, “intercoastal,’ was inserted twice to 
make it clear that the regulation applied to transportation be- 
tween intercoastal points. In this section there also Was in- 
serted the so-called Allin amendment designed to protect the 
smaller ports in the matter of service and rates. In section 
three the period allowed for suspension of rates, etc., was 
reduced from seven to four months. At the end of section three 
there was added the provision that nothing contained “herein 
shall be construed to empower the board affirmatively to fix 
specific rates.” 

Section four of the bill, authorizing the Shipping Board 
to prescribe minimum rates, was stricken from the bill. A 
provision was added permitting carriers to handle property 
free or at reduced rates for the United States, state, or 
municipal governments or for charitable purposes. 


BOSTON TO LEVANT RATES 


The Boston Port Authority has filed a complaint with the 
Shipping Board against the Export Steamship Corporation and 
other steamship lines, attacking ocean rates between Boston 
and New York, on the one hand, and Mediterranean, Levant 
and Black Sea ports, on the other. It is alleged that rates b 
tween the foreign ports indicated and Boston are differentially 
higher than the rates between the same foreign ports and New 
York and other north Atlantic ports, and that Boston is dis- 
criminated against and New York preferred. It is alleged that 
the Export Steamship Corporation has been and is a recipent 
of construction loans at low interest rates, mail contracts and 
other valuable subsidies out of public funds from the United 
States treasury and that the taxpayers of New England located 
at or making use of the port of Boston have been and are sub- 
stantial contributors to the United States treasury. A cease 
and desist order and disapproval of ocean agreements attacked 
in the complaint are asked. 


SEATRAIN FILES TARIFFS 


Seatrain Lines, Inc., has filed two tariffs, effective Feb. 15, 
subject to western classification. Its I. C. C. No. 10 is a 491,- 
page class and commodity tariff, applicable from trunk line and 
New England territores, some points in eastern Canada and 
other points on the border of trunk line and central freight 
association territories to Louisiana and Texas and some points 
in Arkansas and New Mexico. 

That tariff is practically to the same effect and purpose as 
Sedgman’s 16-N and 1-J, I. C. C. Nos. 217 and 218, which to- 
gether comprise more than 1,000 pages. The arrangement, how- 
ever, is considerably different, as is obvious from the fact that 
Only 491 pages are used in bringing about the same effect. 

Coincidently with the filing of I. C. C. No. 10, it also filed 
I. C. C. No. 11 and S. B. No. 11, publishing its storage, demur- 
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rage, lighterage, transfer, drayage allowances, etc., in connec- 
tion with New York Harbor points, which is a nine-page tariff 
put up in a concise manner. 

In both instances the rates shown in these tariffs and 
charges resulting therefrom are identical with rates and charges 
published in Sedgman’s and other tariffs of the same territorial 
application. 

The fight between Seatrain Lines, Inc., and railroads not 
affiliated with it in its new service between the Atlantic sea- 
board and the southwest is expected to extend even to the 
filing of the Seatrain’s class and the accessorial tariffs. The 
expectation is based upon a telegram sent to the Commission 
by D. T. Lawrence, trunk line chairman. He said “trunk lines 
distressed to receive this morning copies of Seatrain Lines 
tariffs, I. C. C. 10 and 11, naming through rates to southwest 
on differential basis and various New York harbor arrange- 
ments.” He added, “we will protest asking for suspension.” 


VIRGIN ISLANDS AND COASTWISE LAW 


The House has passed a Senate bill, with amendments (S. 
3950) providing that the coastwise law shall not apply to the 
Virgin Islands unless the President shall by executive order 
so declare. Under existing law the President has authority to 
exempt the islands from the coastwise law and proclamations 
annually exempting the islands from the law have been issued 
since 1920. This exemption has permitted foreign flag ships to 
engage in service between the United States and the islands. The 
governor of the Virgin Islands afid others sought the amend- 
ment in order that foreign lines serving the islands might be 
assured that the exemption would not be terminated at the 
end of a year through failure of the Presidgent to issue a new 
proclamation. The islands, it was stated, were dependent on 
foreign line service. The coastwise law, under the present law, 
would apply to the islands if they could obtain adequate ship- 
ping services from American flag lines. 


BOARD COMMENDS CREW 
The Shipping Board has adopted a resolution commending 
Captain Giles C. Stedman and crew of the American Merchant 
for rescuing the survivors of the Exeter City which sank in 
mid-Atlantic January 20. 


WATER RATE ON WOOL TOPS 


The Shipping Board has dismissed the complaint in No. 
93, Los Angeles Chamber of Commerce et al. vs. American- 
Hawaiian Steamship Co. et al., assailing rates on wool tops 
from Boston to Los Angeles. Complainants and respondents, 
together with the intercoastal conference, said the board, had 
adjusted the differences, and the parties had requested that the 
proceeding be discontinued. 


PANAMA CANAL TRAFFIC 


In January, according to a report from the governor of the 
Panama Canal to the Secretary of War, 415 commercial vessels, 
on which tolls of $1,762,808.56 were paid, transited the canal. 
In December, 1932, the number of commercial transits was 431 
and the tolls, $1,781,940.03. In December, 1931, the number of 
transits was 387 and the tolls, $1,757,869.54. For the six months 
ended with January the number of commercial transits was 
2,295 and the tolls, $10,055,508.34, as compared with 2,316 tran- 
= and tolls of $10,704,745.61 in the corresponding period of 


PHILADELPHIA SEA SERVICE 


Representatives of the port of Philadelphia have asked the 
Shipping Board to approve an application of the Philadelphia 
Mail Steamship Co. for establishment of a direct service from 
Philadelphia, Baltimore and Hampton Roads, to Manchester and 
Liverpool, with four of the B boats sold to the United States 
Lines Co. The vessels are now laid up. They were originally 
sold by the board to the U. S. Lines for operation in service be- 
tween New York and London. The board has taken the pro- 
posal under advisement. 

It was stated at the Shipping Board that the question of 
transferring the four B boats from the United States Lines to 
the Philadelphia Mail Steamship Co. had been referred to the 
Fleet Corporation. Arrangements have been made for award- 
ing mail contracts covering the services the proposed new line 
will give and also the services of hte American Hampton Roads 
Line operating from north Atlantic ports. 


ST. LAWRENCE SEAWAY TREATY 
Representatives of the federal government and New York 
state are understood to have reached a tentative agreement 
with respect to the New York share of the cost of the St. 
Lawrence power development part of the seaway project. Indi- 
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cations are that action on the seaway treaty will not be taken 
at this session of Congress. 


HEARING ON OAKLAND COMPLAINTS 


The Shipping Board has set for hearing dockets Nos. 83 and 
85, Oakland Chamber of Commerce and City of Oakland vs. 
American Mail Line, Ltd., et al. at Oakland, Calif., in the city 
hall, February 23. 


AIR AND OCEAN MAIL CONTRACTS 


The Trafic World Washington Bureau 


An investigation of air mail and ocean mail contracts has 
been proposed by Senator Black, of Alabama, in Senate resolu- 
tion 349. The resolution provides for appointment of a special 
committee to make a full, complete and detailed inquiry into all 
existing air and ocean mail contracts entered into by the Post- 
master General with a view to determining particularly: 





(1) All the circumstances surrounding the execution and con- 
tinuation of and the necessity, if any, of maintaining, altering, or 
canceling such contracts; (2) the organization and financial condition 
of the associations, partnerships, or corporations with which such 
contracts have been entered into, including a study of their capital 
stock, authorized and paid in, their receipts and expenditures, their 
total outlay in salaries paid to officers, executives, and employes, 
whether by way of bonus or otherwise, and their relationship, whether 
by interlocking directorates or otherwise, with any other individual, 
association, partnership, or corporation, commercial or banking; and 
(3) the extent of any activities by or on behalf of any association, 
partnership, or corporation with which such contracts have been 
entered into in any effort to obtain, through legislation or otherwise, 
cash subsidies from the United States. The committee shall report 
to the Senate, as soon as practicable, the results of its investigations, 
together with its recommendations. 


Senator Robinson, of Arkansas, who obtained elimination of 
the appropriation of $19,000,000 for the air mail in the post office 
appropriation bill (see Traffic World, Feb. 4, p. 235), had said 
that an investigation of the air mail contracts was justified 
—“an investigation covering every phase of the subject in rela- 
tion to the manner of the making of the contracts, the justness 
and fairness of the rates in force, and all matters and trans- 
actions which may be calculated to throw light on the amount 
which should be properly made available for the air service.” 

Senator Robinson’s remarks followed reference to a letter 
sent to him by Postmaster General Brown in which the latter 
explained that under the McNary-Watres air mail act route 
certificates were substituted for air mail contracts. Continuing, 
he said: 


On the good faith of the acts of Congress cited and the several 
obligations assumed by the Post Office Department authorized thereby, 
the air mail operators have made investments of more than $22,000,000 
in facilities for transporting mail, passengers and express over a 
nation-wide network of airways approximating 28,000 miles constructed 
by the Department of Commerce at a cost of more than $10,000,000. 
New equipment required by air mail operators, much of which has 
been contracted for, aggregates $10,000,000 more, Airport facilities 
costing approximately $125,000,000 for improvements valueless except 
for aviation purposes have been provided, chiefly by a hundred or 
more municipalities. An aeronautical industry wholly dependent upon 
the continuance of the air mail services has been created having an 
annual turnover of not less than $25,000,000 in addition to the gross 
receipts of the air transport operators. 

Since the department has been authorized by the McNary-Watres 
act to exert pressure on air mail operators to carry passengers and 
express, their revenues derived from non-postal sources, which were 
practically nil four years ago, have steadily increased until at the 
present time they are running at the rate of $6,000,000 per annum 
and constantly increasing, notwithstanding the general business 
stagnation. The increase in revenues from passenger and express 
traffic has enabled the department to cut the average compensation 
per mile for air mail operators in successive stages from 82 cents in 
1930 to an average of approximately 45 cents, effective November 1, 
1932. With general business recovery I am confident the increased 
postal and other revenues that may reasonably be anticipated will 


justify further cuts to a level approximating the actual value of the 


service rendered, excluding any subsidy. 

In considering the air mail problem it must be borne in mind 
that more than 50 per cent of the cost of operating an air transport 
service is attributable to factors not directly connected with flying. 
It follows, therefore, that discontinuing schedules will not reduce op- 
erating costs proportionately. The fewer miles the operator flies the 
more it costs him per mile. Moreover, passenger and express patron- 
age practically disappears with only one scheduled flight per 24 
hours and increases vastly more than in arithmetical ratio as addi- 
tional schedules are provided. Further, it should be noted that 
public patronage of the air mail depends upon its facilities being 
available to every part of the country. Discontinuing the service to 
any portion of the country would reduce the air mail revenues by a 
vastly larger sum than the air mail postage normally originating in 
the part of the country affected. Thus it is obvious that curtailing 
mileage flown is more than likely to increase the net burden to the 
Post Office Department if the operator is to be reimbursed his actual 
costs and, of course, there is no other way to keep him in the air. 


Appropriations for Air Mail 
For the fiscal year ended July 1, 1930, Congress appropriated 
$15,000,000 for domestic air mail and 14,939,464 scheduled miles were 
flown, with 7,719,698 pounds of mail. 
For the year ending July 1, 1931, the appropriation was $18,000,000, 
— 21,380,517 scheduled miles were flown, with 8,579,422 pounds of 
mail. 
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For the year ending July 1, 1932, $20,000,000 were appropriated and 
32,202,170 scheduled miles were flown, with 8,845,967 pounds of mail. 

For the year ending July 1, 1933, $19,460,000 were appropriated 
and it is estimated 34,500,000 scheduled miles will be flown, with 
over 8,000,000 pounds of mail. 

The Bureau of the Budget, the Post Office Department, and the 
appropriation committees of the House and Senate made a thorough 
survey of the air mail requirements for 1934. In my judgment, due 
to present business conditions, the sum appropriated by the House 
of Representatives is the minimum which will suffice for this im- 
portant service if the extraordinary progress it has thus far made 
is not to be sacrificed. 

The past four years have been noteworthy in the development of 
faster, safer, and more comfortable airplanes, flying instruments, radio 
communication, flying technique, and in the training of hundreds of 
expert pilots and mechanics, all of which contribute immeasurably 
to our national security. Large sums of money have been saved for 
American business by expediting the movement of banking items 
and generally speeding up what business has survived. May I 
remind you that many postal operations are not self-sustaining when 
standing alone. The rural delivery and the second-class service are 
conspicuous in this particular. Both are justified by reason of the 
benefits to large groups of citizens. The air mail is producing at 
present not less than $7,000,000 in revenue per annum. Under normal 
business conditions this revenue will probably be increased at least 
to $10,000,000 and the non-postal revenue received by air mail opera- 
tors will undoubtedly be increased from $6,000,000 at least to $10,- 
000,000 per annum, permitting a reduction in the government’s con- 
tribution to a sum approximating the intrinsic value of the service 
actually rendered. Eliminating or crippling the air mail at the 
present time will practically destroy the aeronautical industry, with 
@ gross annual turnover of $50,000,000, taking into account the $25,- 
000,000 disbursed by the air mail operators, and will wipe out invest- 
ments of the federal government, municipalities and private enter- 
prises aggregating more than $300,000,000. 

However, I rest the case of the air mail service squarely upon 
the legal and moral obligations of the United States government by 
reason of covenants contained in the route certificates issued pursuant 
to the provisions of the McNary-Watres act, vesting in the holders 
of such route certificates the right to carry the air mail over their 
respective routes and receive just compensation therefore until the 
fifth day of April, 1936. 


Commenting on the letter, Senator Robinson referred to the 
statement that the air mail was producing at present not less 
than $7,000,000 annually, and said thus it appeared that the 
subsidy contemplated in the post office bill was almost three 
times the amount of the receipts from the service. 


The House post office committee has favorably reported a 
resolution opposing the letting of new air mail contracts or 
renewals or extensions of existing contracts until the committee 
had submitted its report of its investigation of the air mail. 


Efforts of Senator McKellar, of Tennessee, to bring about 
a 50 per cent reduction in payments to steamship lines under 
the Jones-White merchant marine act of 1928, were unsuccess- 
ful in the Senate when an amendment offered by him to the 
post office appropriation bill was rejected by a vote of 36 to 32. 


In the course of the debate on the amendment, the subsidy 
payments to steamship lines were attacked by Senator McKel- 
lar and defended by Senators Fletcher, of Florida; White, of 
Maine; and Bingham, of Connecticut. 

Senator Bankhead, of Alabama, opposed the amendment 
because he contended it would result in a violation of the con- 
tracts entered into between the steamship lines and the Post 
Office Department. 

Senator Fletcher submitted a statement from Henry I. Har- 
riman, president of the Chamber of Commerce of the United 
States, supporting the merchant marine policy as set forth in 
the Jones-White merchant marine act providing for federal aid 
for the merchant marine. 

J. Caldwell Jenkins, chairman of the committee on ship- 
ping information of the American Steamship Owners’ Associa- 
tion, issued a statement in support of the merchant marine aids, 

The merchant marine policy of the government was de- 
fended in a radio address February 5 by Dr. Julius Klein, As- 
sistant Secretary of Commerce. 

Senator Bankhead, of Alabama, served notice he would ask 
for reconsideration of the vote by which the McKellar amend- 
ment cutting the ocean mail appropriation, was rejected. 

“Final passage of the post office-treasury bill without cur- 
tailment of appropriations for ocean mail contracts is of far- 
reaching significance and importance to the American merchant 
marine, and to the country,” said Mr. Jenkins. 

Mr. Jenkins points out that, with the guarantee of contin- 
uation of the ten-year contracts entered into between the Post Of- 
fice Department and forty-four American lines in foreign trade, 
the 600 ships of the American merchant fleet are secure in their 
position. 

“The most significant factor in the defeat of amendments to 
curtail appropriations for ocean mail contracts,” declared Jen- 
kins, “is that Congress, even under the pressure of necessary 
economies, has stood by the government’s obligations, assumed 
when the Post Office Department made the mail contracts, in 
conformity with direction expressed in the congressional act of 
1928. Because of existing conditions in the government’s fisca! 
affairs, the effort to cut down mail aid in this session may prop- 
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erly be said to have subjected the principle of mail aid to the 
acid test.” 





AIR MAIL SERVICE 


Representative Kelly, of Pennsylvania, has introduced H. R. 
14605, a bill to amend the air mail act. Among other things the 
pill would provide for a rate of 5 cents for each one-half ounce 
on air mail letters and also for the basis of compensation to 
air mail operators. 


AIRWAYS CONSTRUCTION PROGRAM 


Installation of beacon lights and intermediate landing fields 
has been completed along the 2,000 miles of new federal air- 
ways upon Which construction work was begun in the fiscal 
year 1932, according to the aeronautics branch of the Depart- 
ment of Commerce. 

“One entire airway and six airway sections Were added to 
the nation-wide network by the program authorized in 1932, 
pringing the total of lighted airway mileage to 19,500,” says 
the branch. “In accord with the governmental economy pro- 
gram, no new airway construction has been undertaken for 
the current fiscal year. 

“All the newly established airways rotating beacon lights 
and lighted intermediate landing fields are in operation, with 
the exception of a few lights on the Albany-Boston airway and 
the Amarillo-Tulsa section of the Amarillo-St. Louis airway. 
Construction work is finished at the latter sites and the lights 
will be placed in operation in the near future. 

“The airways comprising the 2,000 miles are: Albany-Bos- 
ton airway; Dallas-Meridian section of the Fort Worth-Atlanta 
airway; Dallas-Nashville section of the Dallas-Louisville air- 
way; Chicago-La Crosse section of the Chicago-Twin Cities air- 
way; Amarillo-Tulsa section of the Amarillo-St. Louis airway; 
Pocatello-Spencer section of the Salt Lake City-Great Falls 
airway; and the Dutchtown-St. Louis section of the New Orleatis- 
St. Louis airway. 

“Lighting of the Dallas-Meridian airway section provided 
the final link in the Southern Transcontinental airway, extend- 
ing from San Diego to New York City by way of Atlanta and 
Washington, D. C. This section had been established previ- 
ously as a day route with intermediate landing fields. There- 
fore, it was necessary only to provide airway rotating beacons 
and lighting equipment for the fields. The Southern Trans- 
continental is the third coast-to-coast airway to be provided 
for airmen, the others being the Transcontinental (San Fran- 
cisco to New York) and the Midcontinental (Los Angeles to 
New York).” 





INLAND WATERWAYS CONFERENCE 


A conference on the subject of Inland Waterways is an- 
nounced for February 23-24 at the Allis Hotel, Wichita, Kansas, 
under the auspices of the Wichita Chamber of Commerce. De- 
tails are in the hands of H. M. Van Auken, executive secretary 
of that body. Representatives of industrial and civic interests 
throughout the middle west have been invited. Among the 
speakers will be: E. P. Ryan, traffic manager, Grand Island 
(Neb.) Chamber of Commerce, and member of the Nebraska 
Traffic League; W. B. Lincoln, president, Board of Trade, 
Kansas City, Mo.; W. M. Borders, president, Federation of 
American Business, Southwest, Kansas City, Mo.; Samuel O. 
Dunn, chairman, Simmons-Boardman Publishing Company and 
editor, Railway Age, Chicago; Kenneth S. Wherry, former 
state senator, Pawnee City, Nebraska. 

The following subjects have been docketed: Our Inland 
Waterways—Their Development and Use—Are They Economy 
or Waste; Inland Waterways and Their Benefits to Agricul- 
ture; Inland Waterways and Government in Business; The Fed- 
eral Barge Lines—Profit or Loss; Regulation of Water Car- 
riers; The Railroad Crisis; Effect of Inland Waterways Opera- 
tion and Rates to Non-River Points; Inland Waterways Trans- 
portation—Its Cost and Its Value; Beneficiaries of Inland Water- 
ways Development. 


WATER COMPETITION 


A Boston reader of this magazine sends the following: 

“You may be interested in the following dictum of Judge 
Thomas M. Cooley, first chairman of the I. C. C., in his first 
report in 1888 when he said: 


_The experience of the country has demonstrated that the 
artificial waterways cannot be successful competitors with the 
railroads on equal terms. If the effort is to make the business 
upon them pay the cost of their maintenance and a fair return 
upon the capital invested in them, its futility must soon appear. 


I quote the above, not in defense of the rail carriers, but 
that some of these easy spenders of the taxpayers’ money might 
learn something that was known when they began to think— 
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GOVERNMENT IN TRANSPORTATION 
The Traffic World Washington Bureau 


The special committee of the House of Representatives on 
government competition with private business, in its report 
submitted to the House February 8, recommended that the gov- 
ernment should get out of the barge line business. 

The committee is composed of Representatives Joseph B. 
Shannon, of Missouri, chairman; E. E. Cox, of Georgia; Samuel 
B. Pettengill, of Indiana; William H. Stafford, of Wisconsin, 
and Robert F. Rich, of Pennsylvania. 

Under House Resolution 235, adopted May 31, 1932, the 
special committee was appointed for the purpose of investigat- 
ing government competition with private enterprise and all 
other questions in relation thereto that would aid the Congress 
in any necessary remedial legislation. 

The committee said it had endeavored to make its general 
recommendations sufficiently broad to embrace substantially all 
the governmental activities claimed to be competitive with 
private business, “and to reveal the pernicious results to indi- 
vidual enterprise and the self-preservation of individual and 
independent corporate industries that have been brought about 
by governmental competitive interference.” Continuing, the re- 
port says: 


The committee upon its appointment was immediately deluged 
with complaints, not only from the basic industries and national in- 
dustrial and commercial organizations of the country, but from 
smaller establishments in all sections of the country. These protests 
set forth that the complainants were suffering in one form or another 
from the adverse effects of competition in merchandising and manu- 
facturing from federal bureaus and other governmental agencies. It 
was rapidly made manifest that there was a widespread and growing 
feeling of resentment against governmental interference with all 
kinds and conditions of private business enterprise. Unfavorable con- 
ditions which had existed prior to 1929 had also evidently been greatly 
intensified by the existing depression and by the government’s policy 
of engaging in certain unprecedented and large-scale activities 
through such powerful agencies as the Farm Board and Inland Water- 
ways Corporation. The appointment of the committee was welcomed 
by business men as a long-desired opportunity to give full and free 
expression to the general dissatisfaction against governmental enter- 
prises which had for years of patient suffering prevailed in private, 
commercial and industrial circles. Even late in December complaints 
continued to be received, especially from the Pacific Coast, but the 
committee, because of the time and the financial limitations under 
which it was working, was unable to go to the West, and was obliged 
to forego the investigation of many important complaints which were 
urged upon it. 

The general and original sources of these complaints against gov- 
ernmental competition with private business were the United States 
Chamber of Commerce, the National Manufacturers’ Association, and 
the Federation of American Business. Tendencies towards the gov- 
ernment’s usurpation of business functions, it was asserted, had been 
especially pronounced since the close of the war, due, undoubtedly, 
to the retention by certain departments of the government, of manu- 
facturing and other facilities which had been originally established 
purely as the result of war emergencies. In the case of other de- 
partments, the expansion of certain productive and commercial war- 
time operations, it was claimed, had been unwisely continued or, in 
other words, never contracted to a peace-time basis to conform to the 
fundamental fostering and protective principles which should deter- 
mine governmental policy towards the business interests of the nation. 

These activities, it was further declared, had been intensified by 
the overreaching zeal of governmental] bureaus to retain authority and 
prestige, and to emphasize in some instances the very necessity of 
their existence. As the result of war-time urgencies, and for the 
purpose of organizing the thousands of civil employes who were sud- 
denly brought into the federal service, governmental bureaus, com- 
missions, and boards in Washington had rapidly multiplied in num- 
ber. After the war additional governmental agencies for various ad- 
ministrative, investigating, and so-called welfare and efficiency pur- 
poses, were also developed. " 

The policy motivating these extraordinary activities under the 
prevailing interpretation of governmental functions seems to have 
been “once a bureau, always a bureau.’’ No bureau or agency that 
has ever been created has surrendered its power and prerogatives 
without a struggle. For these reasons the liquidation of war-time 
federal business activities has been a very slow and reluctant process. 
Moreover, the involved domestic and international situation since the 
war, together with the adoption of the recent policy of having gov- 
ernment dpartments with production facilities supply the requirements 
of othér departments, have led to the continuance of unwarranted 
federal manufacturing activities and to the development and growth 
of many governmental agencies in competition with private enterprise. 


“The data collected by the committee itself,” says the re- 
port, “show at least 232 items of trade, indusfry and personal 
and professional service affected by governmental competition 
for which redress is sought. 

“The evidence in general indicates that the operations of 
the federal government in the field of private enterprise has 
reached a magnitude and diversity which threatens to reduce 
the private initiative, curtail the opportunities and infringe upon 
the earning powers of tax-paying undertakings while steadily 
increasing the levies upon them.” 


Transportation Competition 


Referring to competition in the field of transportation, the 
committee said: 


Railroads and other transportation and warehousing interests com- 
plained that by the instrumentality of the Inland Waterways Cor- 
poration, the War Department operates through a commissioned of- 
ficer, barge lines and warehouses on the Mississippi and Warrior 
Rivers in competition with private transportation systems. 








PAGE 288 





The railroads and some labor organizations also declared that the 
parcel ae system of the Post Office Department has been in active 
competition with express companies for business, and conducting such 
business unfairly in view of the fact that, contrary to the law, it was 
not imposing parcel post rates sufficient to compensate the govern- 
ment for the costs incurred. 

The four railroad brotherhoods, representing locomotive engineers, 
firemen, conductors, and trainmen, through their Washington legis- 
lative representatives, registered their protests against the develop- 
ment of inland waterways under federal subsidy on the ground that 
railroad transportation facilities were already excessive as compared 
with traffic requirements even under normal conditions. As a conse- 
quence, the further expansion of waterway transportation could have 
no other effect than to impair the financial solvency of steam rail- 
roads and increase unemployment among the operating forces. Such 
competition they declared, in other words, was fundamentally unfair 
and destructive, and if persisted in would deprive large numbers of 
railroad workers and their families of the means of livelihood. 

Representatives of the Missouri Pacific Railroad Employes, and 
of the railroad workers of the State of Louisiana, made similar com- 
plaints against government-subsidized, barge line competition. 

Officers of the Licensed Tugmen’s Protective Association, Inter- 
national Brotherhood of Dredge Engineers and Cranemen, Tug Fire- 
men and Linesmen Protective Association, International Rock Drillers’ 
Association, and Dredge Workers’ Association, also opposed govern- 
ment-operated barge lines on the ground that their wages and work- 
ing conditions had been adverely affected by government competition. 

The Brotherhood of Railway Clerks, through their Director of 
Research, made an exhaustive attack upon the parcel post system 
administration of the Post Office, claiming that unfair illegal methods 
were used in taking business away from the express companies, thus 
reducing the field of employment for express company workers. It 
was complained that due to the failure to charge compensatory rates 
for parcel post service, as stipulated in the law establishing the sys- 
tem, express companies had been unable to compete along certain 
lines, and as a consequence, their operations had been seriously cur- 
tailed. Moreover, this practice, it was claimed, had resulted in a 
deficit from parcel post business during the past five years which 
became a burden upon the American taxpayers. 


General Principles 


As a necessary preliminary to reaching definite conclusions 
as to specific action required in connection with certain out- 
standing problems which had been placed before it, said the 
report, the committee had endeavored to formulate a series of 
general principles, which, in its opinion, should control gov- 
ernmental policy “and which could be applied as a corrective 
to certain governmental competitive activities already existing, 
as well as to those which, in the absence of some definitely 
announced public policy, might develop in the future.” These 
principles, it said, were as follows: 


The government, as it now exists, was conceived and organized 
for political and social control and activity. It was not vested with 
any economic functions beyond those essential to the proper exercise 
of its own functions in coining money, collecting and disbursing rev- 
enue, emitting credit, operating post offices and carrying mails, and 
in developing and maintaining military establishments for the pro- 
tection of the lives and property of its citizens. It was primarily de- 
signed “to promote the general welfare, and to conserve to its citizens 
the rights of ‘life, liberty, and the pursuit of happiness.’’’ The en- 
trance of the government into commercial and industrial undertak- 
ings, backed by public credit and resources and its military and 
civilian personnel, for the purpose of competing with the business es- 
tablishments and the opportunities of livelihood of its citizens, is, 
therefore, in general repugnant to our fundamental democratic insti- 
tutions and aspirations. Our people, if they so elect, might decide 
to own and operate their own utilities, or, might declare any branch 
of industry or business to be affected with a public interest, and 
through proper legal measures might acquire and operate such eco- 
nomic institutions. Even such extreme action, however, under our 
Constitution would have to be carried out without any confiscation 
or impairment of private property, or property rights, but no con- 
stitutional authority exists whatsoever which would permit the gov- 
ernment deliberately to engage in business in any form which com- 
petes with and impairs the private business of its citizens, except 
for reasons of economy or fiscal and military expediency. 

From these fundamental considerations, it clearly follows that 
the government, with the exceptions noted, should procure the com- 
modities and facilities of all kinds which it requires for its use from 
the commercial and industrial world. 

Other things being equal, it should also give preference in pur- 
chasing commodities and services to domestic producers. In the event 
of the continuance of governmental competition, a government de- 
partment or public agency should not be permitted to compete with 
any private business except upon terms of actual costs. They should 
be required to maintain systems of accounting based upon all the 
proper elements and accepted standards, such as interest on invested 
capital, taxes and depreciation, etc., ordinarily recognized under simi- 
lar conditions of private business operation. Other things being equal, 
if articles produced by such a department or agency cannot be sup- 
plied except at a greater cost than through private agencies, the pub- 
lic facilities for their production should be abandoned or devoted to 
some other purpose. 


Recommendations 


The committee recommended that there be created a stand- 
ing committee of the House of Representatives, to be known as 
a standing committee on government competition with private 
enterprise. The committee said no apropriation was at pres- 


ent needed for such a committee, but that the importance of 
this subject justified the creation of a standing committee of 
the House in the interest of economy and the protection of the 
rights of citizens. . . 

The committee’s recommendations touching on the trans- 
portation situation follow: 
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Barge Line 

The committee recommends that the service of the Federal Bary 
Line, conducted by the Inland Waterways Corporation, should be dis. 
continued and liquidated by sale to private enterprise. 

The committee has heard voluminous testimony both for an 
against the further development of inland waterway transportatio, 

In view of the fact that this is a matter of broad national policy 
heretofore laid down by Congress, this committee does not feel justi§ 
fied in making any specific recommendation with reference theret) 
It does, however, suggest the desirability of a further study of thy 
whole subject-matter in the light of the development since the wor 
war of new and additional transportation facilities. 

In this connection we consider the evidence gathered by thi 
committee of such value for such future study that we recommenj 
that it be preserved and printed. 


Warehousing 

The committee recommends the discontinuance of all warehousing 
by governmental agencies except with respect to goods held for gov. 
ernment use. 

Parcel Post 

The committee recommends that the Post Office Department dis. 
continue its practice of soliciting parcel post business. 

We also recommend that all parcel post rates be placed on, 
basis that will provide revenues sufficient to cover the entire cost of 
the sercive rendered, as provided in the act of 1912 establishing the 
parcel post system (U. S. Code, Title 39, Sec. 247, as amended.) 


Ship Salvaging 

Complaint has been made by private ship salvaging concerns that 
the Coast Guard has gone into the business of salvaging ships and 
cargoes in competition with them. No complaint is made of Coast 
Guard assistance given to save life in casualties of the sea, but we 
do recommend that the salvaging of ships and cargoes by the Coast 
Guard be discontinued, except in an emergency situation pending the 
arrival of private facilities. 

Government Cost Finding 

The committee recommends that the government departments ani 
agencies ‘be required by the Congress to install and maintain a uni- 
form system of accounting, containing all the elements of cost-finding, 
which the best practice has sanctioned for public utilities, and private 
industrial and commercial enterprises. 

The committee believes that the results of such a system of ac- 
counting would be invaluable to Congress in considering appropriations 
for public works and similar projects, as well as in considering pro- 
posals for the continuance and maintenance of existing government 
departmental industrial and business activities, and in passing upon 
new undertakings which may be submitted for congressional action. 

The establishment of such governmental accounting methods will 
also make possible a comparison between public and private costs of 
production and of service. 


Government Transport 


The committee recommended discontinuance of the govern- 
ment’s transport services. 


Cox Dissents 


Representative Cox did not concur in the recommendation 
with respect to discontinuance of the government barge line. He 
said that recommendation was the result, in his opinion, of a 
complete want of understanding of the whole transportation 
problem in those areas of the country where the influence of 


the service was felt. 
The committee reviewed the testimony of witnesses who 


appeared for and against the government barge line. In part, 
it said: 


On its small railroad, the Inland Waterways Corporation pays 
taxes but it pays no taxes on any of the rest of its property. General 
Ashburn, in his testimony before the committee, denied that taxes 
upon its property, other than on its railroad property, constituted an 
item with which the corporation should properly be charged. The 
corporation has the free use of the United States mail, although 
General Ashburn stated that perhaps the corporation should be 
charged with the value of this service, General Ashburn also stated 
that interest on the investment of the government is not an item 
with which the corporation should properly be charged. 

The Inland Waterways Corporation has taken into its accounts, 
as income, the interest which funds of the United States government, 
appropriated for the use of th corporation and not expended by the 
corporation, have earned from the banks in which that money was 
deposited. During the period of its existence the corporation has 
thus received as interest the sum of $288,278.72. The receipt of this 
sum of money has had an appreciable effect upon the profits and 
losses of the corporation. ... 

The Association of Railway Executives charged that the Inland 
Waterways Corporation since its organization has failed by a sum 
of about $7,000,000 to earn a proper amount for taxes and interest. 
. . . General Ashburn testified before the committee that from the 
date of the formation of the corporation to July 31, 1932, the net 
profit of the corporation amounted to $8,787.72. 

It would be necessary for private capital to meet tax charges and 
interest charges and it is apparent that a corporation which has 
failed so signally to meet interest charges and tax charges has not 
demonstrated that private capital can successfully under the samé 
conditions as the Inland Waterways engage in barge line operations. 
While it is true, as General Ashburn maintained, that a private cor- 
poration could afford to purchase the lower Mississippi properties of 
the barge line and engage in business on the lower Mississippi River, 
his declaration to this effect was also coupled with the statement that 
a private corporation could do this provided it did not have to borrow 
any money. ... 

One of the facts which has been demonstrated is that transporta- 
tion of materials by barges of the Inland Waterways Corporation 5s 
fot cheap transportation. When a shipper ships by railroad, the rate 
which is charged by the railroad is the total charge for the trans- 
portation of material. With the sums received, the railroad maintains 
its roadway, pays taxes and is entitled to earn a return on its invest- 
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ment in addition to paying the other costs incident to the trans- 

rtation of the materials. The Federal Barge Line, on the other 
hand, with the moneys which it receives from shippers, pays nothing 
for taxes except the taxes on its railroad property, makes no attempt 
to earn a return on its investment and pays nothing for the use of 
the stream or to reimburse the government for its expenditures for 
construction and maintenance. It transports materials for approxi- 
mately 80 per cent of the rail rate. The railroads claim to pay out 
annually approximately 6 per cent or 6% per cent of their gross 
revenue for taxes, and this one item alone accounts for one-third 
of the barge line differential. That part of the transportation cost 
represented by the maintenance of roadway, interest on investment 
and taxes which is paid by the shipper when he ships by rail is 
borne by the taxpayer when the materials move by Federal Barge 
Line, and this burden which is borne by the taxpayer is much greater 
than the difference between the railroad freight rate and the barge 
line freight rate. 

The government advertises this barge service as being govern- 
ment-operated. ... This is manifestly unfair competition and places 
a serious handicap on the private corporation, firm or individual, who 
is obliged to compete for business with a direct agent of the gov- 
ernment, 

It appears that a differential of 20 per cent exists between the 
rates published by the railroads and the rates charged by the Inland 
Waterways Corporation for similar port-to-port service. This differ- 
ential was established as an emergency measure during the war, and 
proper effort has not been exerted to determine whether these basic 
rates provide sufficient revenue to meet expenses. 

It appears that the Inland Waterways Corporation owns practically 
no terminal facilities. To meet these needs the corporation arranged 
with the municipalities at the several ports, whereby the city would 
build a public dock and warehouse, which were leased by the Inland 
Waterways Corporation at a rental of 15 cents for each ton of freight 
moved through that terminal. This rental has thus far proven 
insufficient to meet the carrying charges of these municipally owned 
facilities and a further burden has been added to the local taxpayer 
in providing for this deficit. 


After setting forth paragraphs (c) and (d) of section 2 of 
the Denison barge line act of 1928 containing the conditions that 
must be met before the government may relinquish operation of 
the barge lines, the committee said: 


Congress, by these two sections, provided the method by which, 
apparently, the government might retire from the barge line opera- 
tion. General Ashburn, in his appearance before the committee, was 
unable to state when these conditions would be fulfilled. It is appar- 
ent that the upper Mississippi River improvement will not be finished 
for many years. It is evident also that the barge line officers are 
not satisfied with the joint routes and rates now established. General 
Ashburn stated that if the barge line was not forced to extend its 
operations, buyers might be found in a few years who would purchase 
the property, but next year the barge line will extend its operations 
to Kansas City and Chicago and it is to be presumed that in the 
years to come efforts will be made to secure further extensions to 
operations of this corporation. General Ashburn stated that at the 
present time no corporation would be willing to take over all the 
operations of the Inland Waterways Corporation. 

In the light of the foregoing facts, and in the face of the sub- 
normal conditions affecting industry and transportation, as well as 
government finance, the committee recommends that the Federal 
Barge Line, conducted by the Inland Waterways Corporation, should 
be discontinued and liquidated by sale or long-time lease to private 
enterprise at an early date. 


BARGE-RAIL COTTON RATES 


The application of the Illinois Central and thirty-one other 
carriers by rail to the federal court for the district of Delaware, 
equity No. 1012, Illinois Central Railroad Co. et al. vs. United 
States et al. (see Traffic World, Feb. 4) for an order forbidding 
the enforcement of the Commission’s order in Ex Parte No. 102, 
application of the American Barge Line Co., requiring the pe- 
titioning railroads to establish through routes and joint rates 
on cotton from the southwest to the northeast, asserts that 
the Commission’s construction of sectiton 3 (e) of the Inland 
Waterways Corporation act, better known as the Denison act, 
is erroneous, or if not erroneous, than that the act is uncon- 
stitutional. The Commission, one of the defendants, construed 
that part of the statute as requiring it, without hearing, to en- 
ter orders requiring routes and rates subject to complaint and 
hearing after the establishment of such routes and rates. 


If the construction of the act by the Commission is not 
erroneous, then the bill of complaint alleges the section is 
violative of the fifth amendment to the Constitution as a taking 
of their property without undue process of law. In addition the 
bill says, if the construction made by the Commission is not 
erroneous, the section is an unlawful delegation of power in 
violation of Article I of the Constitutiton. The bill alleges 
that the order, which was a second and supplemental one, was 
entered upon the unverified petitions of the American Barge 
Line Co. and without affording the railroads an opportunity to 
be heard and submit testimony as to any facts in connection 
therewith, which would have enabled it to determine whether 
the public interest required the rail-barge-rail routes, whether 
the rates via such routes should be lower than the all-rai] rates, 
the costs via such routes, the needs of the planitiffs, whether 
such routes would substantially impair the revenues of the 
railroads, and whether the maintenance of an adequate trans- 
portation system by railroads required or permitted the estab- 
lishment of such routes and rates. 
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The railroads assert that if the Commission had granted 
a hearing they would have been able to show that the public 
interest did not require such routes and rates; that the trans- 
portation costs via such routes and at the rates prescribed 
would be substantially equal to the costs via the all-rail routes; 
that the plaintiffs were in need of revenue to maintain an adequate 
system of transportaton by rail; that such routes and rates, 
differentially under the all-rail routes and rates, would sub- 
stantitally impair the revenues of the plaintiffs and that the 
order that was entered should not have been made. 

After asserting that the order is null and void the carriers 
declare that no part of the damages that will be sustained by 
them if the order is allowed to become effective can be re- 
stored to them, but will remain a permanent loss to them. 

The Commission, in Ex Parte No. 102, application of the 
American Barge Line Co., has postpontd the effective date of its 
order requiring the establishment of joint barge-rail rates on cot- 
ton from the southwest to the northeast from Feb. 21 to April 22. 
This postponement was made to enable the federal court at Wil- 
mington, Del., to hear the application of the railroads for an or- 
der enjoining the enforcement of the Commission’s order. No 
definite time has been set for the hearing. Tentatively, how- 
ever, it has been agreed that the hearing may be had on some 
day between March 6 and 10. 


ILLINOIS WATERWAY 


(By Secretary of War Patrick J. Hurley) 


One of the major waterway developments of the country, 
providing a connecting link between the Great Lakes and the 
Mississippi Valley, is near its realization. The celebration of 
its completion is scheduled for this June. It will mark another 
great advance in our national program to provide an inter- 
connected waterway transportation system. 

In the river and harbor act of July 3, 1930, Congress au- 
thorized the completion by the federal government of the Illinois 
Waterway which had been partially constructed by the state 
of Illinois, and authorized the appropriation of not to exceed 
$7,500,000 for completion of the necessary locks and dams, 
dredging and appurtenant works. The army engineers under- 
took this job and lost no time in arranging for the transfer of 
the state works to the United States, and getting the work 
under way. This improvement, now in the final stage of con- 
struction, in conjunction with the Chicago Sanitary Canal, the 
Chicago River, and the improvement of the lower reaches of 
the Illinois River, will afford a through waterway with a 
navigable depth of 9 feet connecting Lake Michigan at Chicago 
with the Mississippi River System, and the Gulf of Mexico, 
1,623 miles distant. The waterway also will insure direct 
navigable connection for water-borne commerce between. the 
great industrial and agricultural centers on our improved in- 
land waterway system, as well as with the protected intra- 
coastal waterways along the Gulf coast. 

From the mouth of the Illinois River at Grafton to Utica, 
the river has been dredged. The locks and dams at Kampsville 
and LaGrange, 31.5 and 77.5 miles above the mouth, have been 
reconditioned. Both projects were authorized in the river and 
harbor act of 1927 with its provision for an appropriation of 
not to exceed $3,500,000 for improvement of this lower section 
of the Illinois River. Between Utica and Lockport, five locks 
and dams located at Starved Rock, Marseilles, Dresden Island, 
Brandon Road, and Lockport, 230, 244.5, 271.3, 285.8 and 290.9 
miles, respectively, above the month, have been practically com- 
pleted. The necessary connecting channel ways, and river walls 
where the pools have been raised above street levels such as 
at Joliet, also have been finished. To provide the maximum 
relief to unemployment and to hasten completion of the water- 
way, the work of the federal government has been pushed with 
all possible speed. The federal expenditures on this waterway 
up to January 1, 1933, amounted to $2,630,000 for the section 
below Utica, and $5,125,000 for the section above Utica, a total 
of $7,755,000. 

Seventy-nine railroad or highway bridges cross the water- 
way, of which twenty-seven are between Grafton and Lockport, 
and fifty-two between Lockport and Lake Michigan. Alterations 
to the bridges by the owners thereof to provide suitably for 
navigation through the waterway are progressing. While there 
have been many varying and exceedingly complicated problems 
that have required reconciliation, it is anticipated that upon 
the opening of navigation, or soon thereafter, this important 
feature of the waterway will be satisfactorily adjusted. Upon 
completion of alterations, the bridge clearances will be sub- 
stantially as follows: 


Locality, Mississippi River to Starved Rock; vertical, 44 feet above 
extreme high water; horizontal, 118 feet. 

Locality, Starved Rock to Lockport; vertical, 47 feet above stand- 
ard pool levels; horizontal, 110 feet. 
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Locality, Lockport to Lake Michigan; vertical, 164% feet above 
present lake datum; horizontal, 72 feet. 

The bridges will be equipped with lift or draw facilities 
where necessary. 

The Illinois and Michigan Canal was the forerunner of the 
present Illinois Waterway. This canal was of restricted di- 
mensions and connected the waters of Chicago River through 
the Des Plaines Valley with the Upper Illinois River at La Salle. 
Its construction was commenced in 1836 and completed in 1848. 
It served as a most useful highway for local commerce under 
conditions then obtaining. It also demonstrated the need of 
a modern waterway of liberal dimensions. 

The creation of the present waterway connecting the Great 
Lakes and the Mississippi River will climax the dream of the 
early explorers, the French Jesuit, Father Marquette, and his 
companion, Louis Joliet, who ascended the Illinois River in the 
sixteenth century on their return from an exploration from 
Lake Michigan by way of Green Bay and Fox, Wisconsin and 
Mississippi Rivers. Greatly impressed with the superiority of 
the Illinois River, Father Marquette in a letter of August 1, 
1674, strongly advocated the feasibility of a canal through the 
Illinois and Des Plaines Valleys along the route now actually 
followed. Plans are now being formulated for a celebration 
to be held in June of this year to commemorate the opening 
of this interior waterway and to record its dedication to future 
commercial traffic. It will also prove a fitting celebration in 
connection with the opening of the Chicago World’s Fair, “A 
Century of Progress.” 


A LEAP IN THE DARK 


(By Thomas F. Woodlock, in The Wall Street Journal) 

In referring recently to the provisions of the so-called Sum- 
mers bill passed by the House, this writer reserved expression 
upon the question whether or not the bill in its general form 
was likely to accomplish its purpose of facilitating the reor- 
ganization of railroad capital, with the least amount of expense, 
loss of time and damage to the interests of the owners and 
creditors and of the public. 

What he had chiefly in mind in making that reference was 
to point out that hostility to bankers and lawyers controlling 
reorganizations was a powerful driving force behind the Dill. 
It is not now his purpose to offer a detailed criticism of its 
provisions, but there is one point in connection with them 
that seems to him of some importance. 

That is the tremendous responsibility that the bill imposes 
upon the Interstate Commerce Commission. For example: 


_. (1) Any railroad corporation desiring to take advantage (by pe- 
tition) of the provisions must first obtain approval of the Commission. 

(2) If the corporation itself does not move (by petition), creditors 
representing not less than 25% of any class and 10% of all classes 
may do so, but must first obtain approval of the Commission. 

(3) If, such approval having been obtained, the court then ap- 
proves it, the court appoints trustees (temporary) who must be 
recommendea by the Commission, and upon similar recommendation 
by the Commission makes permanent appointment. 

(4) Receivers’ certificates may be issued by court order only 
after approval by the Commission. 

(5) Compensation and expenses of the special referees (to be ap- 
pointed by the President) may be fixed by the court with approval of 
the Commission. 

(6) Plans of reorganization are to be submitted to the Commission, 
which after public hearings shall recommend a plan to be submitted 
to creditors and owners. If accepted by two-thirds of the creditors, 
whose claims are to be compromsed, the Commission is to hold hear- 
ings, and if after these it approves the plan, it transmits it to the 
court. If approved by the court it becomes operative and binding. 

(7) The Commission is to fix all fees of trustees, managers, com- 
mittees, etc., in connection with reorganization. 

At first sight it hardly seems that much time is likely to 
be saved by this kind of process. The Interstate Commerce 
Commission is traditionally opposed to “ex parte” or summary 
procedure, and is accustomed to transact its business by public 
hearing and in the open. 

In reorganization of a railroad corporation where there are 
as a rule several classes of creditors each with its own lien 
upon the corpus, and sometimes with liens overlapping each 
other, the accommodation of the various claims is usually a 
matter of give and take, and a matter that is not well adapted 
to a public disputation. “Open diplomacy” and “open cove- 
nants openly arrived at” are all very well in their way, but only 
when there has been such a preliminary exploration and agree- 
ment as to leave little beyond ratification for the “open” hear- 
ing to do. It is not difficult to see how the procedure outlined 
in the bill might operate to defeat the purpose of the bill, at 
least in the matter of time. The Commission’s forum has always 
been liberally open to all comers, and its practice allows a lati- 
tude in respect of testimony and argument greatly in excess 
of that permitted by courts of law. 

One may also wel] be in doubt whether the provisions of 
the bill will result in economy in expense. Even if receivers, 
trustees, counsel and bankers are held down to salaries, fees 
and commissions on the scale approved by the Commission, 
there is prospect of much multiplication of “parties litigant” 
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and “interveners,” with consequent expense to both the publ; 
and the parties themselves. Moreover, dissidents to a pla 
when the final stage of reorganization is reached still have th 
court to which they can appeal. 

On the whole the bill as it stands is a good deal of a lea 
in the dark. Just how it can be expected that the Interstat 


Commerce Commission is to find the time to do the job laij 


out for it by the bill’s provisions is not evident. The Commis 
sion, however, never yet in all its history has protested agains 
more work being required of it so long as with the increase 
work there are given increased powers! The task here pro 
posed to be assigned to it is liberally “sweetened” in this 
respect. 


WHERE TO CUT 


(By Thomas F. Woodlock, in The Wall Street Journal) 

On July 20, 1932, the Association of Railway Executives me 
in New York and the executives of practically all Class I roads 
were in attendance. At the close of the meeting, Mr. Aishton, 
chairman of the executive committee of the association, issued 
to the public a statement authorized by the association, the 
second paragraph of which read as follows: 


The railroads are utilizing and propose to continue to utilize J 


éven more extensively their organizations in the field of research and 
experiinentation, and take all other available measures in order to 
secure the utmost in operating efficiency. They pledge themselves 
to avoid all preventable wastes in the competitive relationships be- 
tween themselves and to devise and apply the most feasible methods 
for meeting new competitive conditions. This is their part in the 
solution of the transportation problem. 


So far as operation of plant is concerned the companies have 
done a remarkably good job in 1932. For the 11 months to 
November 30 they show a decline in all gross revenues of ap- 
proximately $1,032,000,000. 
expenses about $783,000,000. They cut maintenance of way 
$172,000,000 and maintenance of equipment about $190,000,000, 
together amounting to $362,000,000. This “saving” is of course 
subject to qualification as to its real economy in the long ru, 
but as an emergency measure it can be justified. 

No question, however, can be raised as to the other savings. 
Traffic expenditures (solicitation) were cut by $19,000,000, trans- 
portation by $367,000,000 and miscellaneous and general ex- 
penses by $27,000,000—these savings totaling $413,000,000. In 
1931 this group of operating charges were a shade under 42 
per cent of gross revenues and in 1932 a little less than 43 per 
cent. To hold this percentage steady in face of a 25 per cent 
drop in revenues is a first-class achievement for which full 
credit must be given to the operating staffs. 

But what progress has been made in the abolition of “pre 
ventable wastes in the competitive relationships’ between the 
companies? This matter is not within the competence of operat- 
ing staffs but is the business of the chief executives. It seems 
to this writer that it is in this particular direction that action 
should be concentrated with something of the intensity of effort 
so plainly evident in the department of operation, if for no 
reason other than that it is one of the comparatively few things 
which are within their exclusive competence. There is no need 
for enabling legislation; the regulative authority has definitely 
evinced its sympathy with this sort of economy and it is the 
clear duty of executives to take that authority at its word. 
Hardly anything that they could do would be more encouraging 
to railroad owners and creditors. 

It may be freely granted that it is not an easy thing 
to break away from habits so deeply rooted as that which has 
characterized railroad policy since the transportation act was 
passed, and which gave rise to the phrase “car-crazy” as chal- 
acterizing the battle for competitive business. These, however, 
are days when the “hard” thing has to be done, just as it is 
done in war time. -As a matter of fact it is war time in all essen- 
tials save on that of motive, or rather emotion. If we could 
now find William James’ “Moral Equivalent for War” it would be 
extremely helpful. But the only way to break a bad habit is to 
break it and no half measures will avail in its breaking. 

The Association of Railway Executives has a committee 
on the matter of “preventable wastes” in the eastern district. 
A report from that committee on the results of its studies thus 
far would be a useful contribution to the record. It is known 
that it has been at work through sub-committees and it may 
surely be taken for granted that it has not wasted its time. Not 
merely would a report of progress be welcome to owners and 
creditors of the railroads concerned, but it would be helpful 
to executives to have an informed public opinion behind them 
when it comes to action. 

“Providence helps those who help themselves,” is an old 
motto and as true as it is old. Railroad managers should do 
their best to go to Congress, or the Commission, or both, with 
a record of real self-help to show. There will then be less 
excuse for denial of their requests: when they confront those 
authorities. It is in this matter of preventable wastes in com- 
petition that self-help is now a paramount duty. 
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FREIGHT BY EXPRESS IN SOUTH 


ITHOUT blare of bands or even the fanfare of a single 

trumpet, southern railroads, by means of the Railway Ex- 
press Agency, Inc., and the Southeastern Express Co., have 
obtained auhtority from the Commission, in fourth section order 
No. 11143, express rates in the south, to establish store-door de- 
livery and pick-up service on less-than-carloads, on traffic rated 
first, second, third and fourth class or higher than first class 
as soon as they can publish their tariffs. The rates offered by 
the express companies will not carry surcharges authorized in 
Fifteen Per Cent Case, 1931. 

The authority given in the fourth section order mentioned 
applies to various spots in southern classification territory as 
shown in the tariffs attached to the fourth section applications on 
which the Commission’s fourth section and traffic forces have 
been at work for nearly a month. 

This service is to be established, according to one of the 
applications of the Railway Express Agency, Inc., “in an effort 
to meet over-the-road motor truck competition for less-than- 
carload freight.” 

The relief granted is to expire July 31, in acocrdance with 
the desire of the express companies. That will be the end 
of the experimental effort if it shows no promise of success. 
The order granting permission follows: 


Upon consideration of the matters and things involved in fourth 


section applications Nos. 14945, 14968, and 14978, as amended, filed by 


the Railway Express Agency, and application No. 14973, as amended, 
filed by the Southeastern Express Company, for relief from the long- 
and-short-haul provision of section 4 of the interstate commerce 
_ _— applications are hereby referred to and made a part 
ereof: 

1. It is ordered, That subject to the provisions of paragraphs 3 
and 4 hereof, the applicants parties to fourth section applications 
Nos. 14945, 14968, and 14978, as amended, be, and they are hereby, 
authorized to establish and maintain, from and to points in Virginia, 
North Carolina, Georgia, Alabama, Florida, South Carolina, and Ten- 
nessee, express rates on articles rated first, second, third and fourth 
class, also multiples of first class as described in the applications as 
amended, the same as the rates on like articles applicable on freight 
traffic (exclusive of the emergency increases authorized in 1931) from 
and to the same points, and to maintain higher rates from, to and 
between intermediate points. f 

It is further ordered, That subject to the provisions of 
paragraphs 3 and 4 hereof, the applicants parties to fourth sec- 
tion application No. 14973, as amended, be, and they are hereby, 
authorized to establish and maintain, between points in terri- 
tory east of the Mississippi River, and south of the Ohio and 
Potomac Rivers, and between such points and St. Louis, Mo., 
express rates on articles rated first, second, third, and fourth 
class, also multiples of first class as described in the applica- 
tion as amended, the same as the rates on like articles applicable 
on freight traffic (exclusive of the emergency increases author- 
ized in 1931) from and to the same points, and to maintain 
higher rates from, to, and between intermediate points, 

It is further ordered, That the rates from, to, and be- 
tween higher-rated intermediate points shall not exceed rates 
constructed on the same basis as rates from and to more distant 
points, and shall in no case exceed the lowest combination of 
rates subject to the interstate commerce act. 

4. And it is further ordered that the relief authorized in the 
preceding paragraphs hereof shall expire with July 31, 1933. 

The Commission does not hereby approve any rates that may 
be filed under this authority, all such rates being subject to com- 
plaint, investigation, and correction if in conflict with any provisoins 
of the interstate commerce act. 


The authority granted is not as broad as might be inferred 
from the language of the order. Application No. 14945, for 
instance, asks for authority to establish rates between Fén- 
tress, Norfolk, Franklin, Portsmouth, Suffolk, Richmond, Hope- 
well and Petersburg, Va., on the one hand, and points in North 
Carolina, on the other. 


In application No. 14968, the Railway Express Agency, Inc., 
asked authority to establish rates between stations in Georgia, 
on the one hand, and stations in Alabama, the Carolinas and 
Tennessee, on the other, and also between Jacksonville, Fla., 
and stations in Georgia, as shown in the tariffs. 

In application No. 14978, the request was for authority to 
establish rates between stations in the Carolinas and Virginia. 
The authority granted in answer to application No. 14973 is 
also limited by the tariffs attached to it. 


UNIFORM STATE REGULATION 


A bill providing for the establishment of reciprocity among 
the states in the matter of motor vehicle licenses and operations 
has been prepared by the Truck Association Executives of Amer- 
ica, of which Tom Snyder, Indianapolis, is secretary-treasurer. 


Responsibility for preparation of a general bill that would meet 
legislative requirements in that connection was placed with 
the association at the conference of utlity commissioners, auto- 
motive engineers, and truck association executives in Detroit, 
January 18, held in connection with the annual road show of 
the American Road Builders’ Association. A copy of the bill 
that has been drawn up, accompanied by a letter, has been ad- 
dressed to truck executives of thirty-five states. The bill being 
circulated is particularly designed to meet the Indiana situa- 
tion, it is stated, but it is hoped that similar bills will be 
drawn up for presentation in other state legislatures. 

The bill provides that the governor shall have the power 
to appoint a special commission with authority to confer with 
officials of neighboring states with respect tg reciprocity and to 
prescribe reasonable regulations. It has the approval of the 
Indiana Farm Bureau, Indiana State Chamber of Commerce, 
Motor Truck Association of Indiana, Indiana Highway Users’ 
Conference, and other organizations and individuals, according 
to Mr. Snyder. 


MICHIGAN HIGHWAY SURVEY 


“Of the 85,080 miles of rural highways in Michigan, the 
trunk-line roads include 7,691 miles (exclusive of sections within 
incorporated areas), the county roads, 17,175 miles, and the 
township roads, 60,214 miles,” says the Bureau of Public Roads 
in a summary of a survey of Michigan highway transportation 
made by the bureau and the Michigan highway department, in 
“Public Roads,” the bureau’s publication. 

“The average traffic, in vehicle-miles per day, on these vari- 
ous systems, is as follows: Trunk-line roads, 8,804,656; county 
roads, 3,264,107; township roads, 1,327,801; all rural roads, 
13,396,564. The average density of traffic on the trunk-line 
roads was found to be 1,144 vehicles per day; on the county 
roads 190 vehicles per day; and on the township roads 22 
vehicles per day. About 14 per cent of the township mileage 
carries an average traffic of 5 vehicles per day or less, and 
25 per cent carries 10 vehicles or less. 

“Of the traffic on township roads, 60 per cent originates 
within the local townsbip and only 18 per cent originates out- 
side the county. Of the traffic on county roads, 70 per cent 
originates inside the county and 30 per cent outside. Sixty 
per cent of the traffic on the trunk-line roads comes from out- 
side the local county. 

“Approximately one-half of the traffic in the state, about 
13,000,000 vehicle-miles per day, is on city streets. Of this 
total 69 per cent is local and 31 per cent nonlocal. 

“City streets are used by vehicles of rural origin to about 
the same extent as the township and county roads are used 
by vehicles of urban origin. The use of the trunk-line roads by 
urban and rural residents is approximately in proportion to the 
ratio of urban to rural population. 

Expenditures on the various classes of highway in 1930- 
1931, expressed in terms of cents per vehicle-mile of traffic, were 
as follows: City streets, 0.78 cent; trunk-line roads, 1.05 cents; 
county roads, 2.37 cents; township roads, 1.29 cents.” 


PAYMENT FOR ROAD USE 


A 19,000-pound truck and an 8,000-pound trailer, each eight 
feet wide, having a combined capacity of ten tons of cargo, 
would pay $1,887.00 a year to operate 30,000 miles over the high- 
ways of Oregon, either empty or loaded, under a plan devised 
by J. P. Newell, of Portland, Oregon, consulting engineer. 

A 20,000-pound bus, eight feet wide, seating 28 passengers 
and traveling the same mileage, would pay $1,162.80. These 
fees would be for license and in addition to the gasoline tax. 

Mr. Newell recently presented his plan to the Oregon legis- 
lature, which is now considering revision of the state motor 
transportation act. 

He bases his proposed license charges on three factors, 
that, he says, determine the cost of a vehicle to the highway. 
These factors are width, weight, and mileage. 

Mr. Newell asserts that, whereas three-quarters of the cars 
in operation on the highway are not over 66 inches wide, the 
other quarter, running in width up to 96 inches, the present 
Oregon maximum, have made it necessary to construct wider 
highways. He says it is conservative to estimate that these 
wider vehicles have added 30 per cent to the cost of high- 
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way construction, necessitating wider roads, but, because the 
additional width is of some use, even for the narrower cars, he 
assesses only 15 per cent excess cost to the wider cars. 

This cost he proposes to distribute over the wider cars, 
according to their individual widths. 

To do this he has worked out a schedule of ton-mile fees 
for trucks and buses for each width as follows: 


Mills per 
ton mile 


Width 
— 


Mills per 


In calculating the ton miles on trucks he adds to the weight 
of the vehicle one-half the rate capacity, arbitrarily establish- 
ing this figure as the average load weight, and on busses he 
adds 100 pounds for each seat. 

He then divides all trucks and busses into nine classes and 
he estimates the annual mileage of each class as follows: 


Private trucks 

Farm trucks 

Common carrier busses 
Anywhere-for-hire busses 

Common carrier trucks 
Anywhere-for-hire trucks 

Passenger and freight common carriers 
Contract haulers 


His ton-mile license fees, high as they may seem in com- 
parison with present fees, are based on the assumption, he says, 
that the heavier trucks and busses cannot be made to pay all 
of their cost to the highways without driving them off the roads, 
but that they should be made to pay all they can afford to pay. 

He proposes to establish fees for all trucks and busses on 
the above bases of width, weight, and mileage, using the annual 
mileage figures shown. Operators, dissatisfied with their mile- 
age classification, could have odometers or sealed speedometers 
on their vehicles at their own expense and the mileage would 
be revised according to the readings of these devices. If the 
state believed an operator was fraveling more than the aver- 
age for his class it could, at its expense, place an odometer or 
speedometer on his vehicle. 


DRIVEN-IN RECEIPTS OF LIVESTOCK 


The Department of Agriculture has made public a compila- 
tion of driven-in receipts of livestock which reflect the move- 
ment of livestock by motor vehicle into the principal markets. 

Figures covering receipts and drive-ins at 61 markets June 
to December, 1932, inclusive, revealed that the drive-ins of cat- 
tle were 32.8 per cent of the receipts; calves, 44.9 per cent; 
hogs, 49.5 per cent; sheep, 20.4 per cent, and horses and mules, 
19 per cent. 

A table showing receipts and number and per cent of 
drive-ins at seventeeen markets combined, 1916-1932, revealed 
that for 1932 the percentage of drive-ins for cattle, calves, hogs 
and sheep, of total receipts, was 40.57 as against 32.42 per cent 
in 1931; 26.34 per cent in 1930; 22.38 per cent in 1929, and 10.96 
in 1926. 


DOUBLE TAXATION OF GASOLINE 


The American Legislators’ Association, in convention in 
Washington, D. C., has directed its president, William B. Belk- 
nap, to appoint a committee to study double taxation of gaso- 


line and other commodities. Dual and multiple taxation, it 
was asserted in the convention, was resulting in decreased con- 
sumption and a diminishing return in taxes. Criticism was 
voiced of the federal government’s tax on gasoline. 


MOTOR VEHICLE REGULATION 


Additional bills that have been introduced in state legisla- 
tures providing for regulation of motor busses and trucks are 
referred to in a survey made by the National Highway Users’ 
Conference of Washington, D. C. (See Traffic World, Feb. 4, 
p. 240.) The conference says: 


Provision is made in bills brought into several of the legislatures, 
notably in Arizona, Minnesota, North Carolina, Ohio and West Vir- 
ginia, to restrict the height of vehicles to 12 feet 6 inches, and the 
length, single or in combination, to 35 and 45 feet. These bills would 
also, in most instances, restrict the load on one wheel with pneumatic 
tires to 8,000 pounds. 

State regulation of all common and contract carriers, as well as 
the more recently recognized ‘‘private carriers,” by placing them 
under the jurisdiction of the State Corporation Commission, is pro- 
posed in a bill that has been brought into the legislature of Arizona. 
This measure would give the commission authority to fix rates and 
regulate hours of employment. Common carriers under the provisions 
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of this bill would be required to obtain certificates of convenience and 
necessity, and private contract carriers to obtain licenses. 

Under its terms also, “contract carriers shall not charge rate 
less than common carrier rates for substantially the same service” 
without indication in the bill as to whether reference is made to raj 
or motor common carriers, or to both of them. 

A measure in the Illinois legislature would limit employment to4 
five-day week, and another bill would place a mileage tax upon al 
busses, ranging from five to twenty cents a mile, according ty 
carrying capacity. 

Regulation of common and contract carriers in Minnesota by 
state Railroad and Warehouse Commission is proposed in a bill that 
has been introduced in the legislature, and also giving the commissioj 
jurisdiction over bus depots and stations. 

Compulsory insurance for carriers as a prerequisite to the issuang 
of a certificate of convenience and necessity is proposed in a bj 
placed before the legislature of Texas. 

Reduction in the gross weight of a single motor unit from 20,04 
pounds to 16,000 pounds when equipped with solid tires, and from 
24,000 pounds to 20,000 pounds when provided with pneumatic tires, 
is proposed in a bill brought into the Ohio legislature. Vehicles with 
six wheels equipped with pneumatic tires would be permitted to carry 
28,000 pounds. ) 

In Minnesota a bill is before the legislature to restrict the weight 
of a four-wheel vehicle to 28,000 pounds, those with six wheels to 
34,000 pounds, and 40,000 pounds for a vehicle with more than 
three axles. 

In California where combinations of vehicle units up to 68,000 
pounds can move now on the highways, a pending bill would establish 
a maximum weight limit of 7,000 pounds gross. 

In many of the states bills are pending for consideration that 
call for a ton-mile tax on commercial vehicles of all kinds. In other 
states proposals are being pushed to eliminate all non-residential 
principles of reciprocity except for passenger cars. In the great 
majority of cases the proposed restrictions and regulations are more 
drastic and severe than those in operation now. 


MOTOR VEHICLE TRANSPORTATION 


Editor The Traffic World: 

I have read with considerable interest the article on motor 
vehicle transportation in the February 4 issue, based on an 
interview with Mr. Keeshin, of the Keeshin Motor Express 
Company. 

While warehouses, as a rule, are not in full sympathy with 
the motor truck situation, I believe Mr. Keeshin’s ideas based 
on the short haul under supervision is an answer to the 
present chaotic situation, as far as trucking is concerned. | 
also believe that cooperation between the railroads and motor 
transportation would result in a better all around arrange 
ment for the shipping public as well as for the railroads and 
bona fide motor trucking companies. 

S. T. Heffner, Manager of Sales, 

Chicago, Ill., Feb. 8, 1933. North Pier Terminal Co. 


N. Y. SHIPPERS’ CONFERENCE 


The Trafic World New York Bureau 


An attack on motor truck legislation proposed or pending 
before the New York and other legislatures was launched at 4 
meeting of the Shippers’ Conference of Greater New York Feb. 
8. H. L. Fairfield, traffic manager of the Hearst publications and 
chairman of the special committee on motor truck legislation, 
presented his report. 

He described the Marcy-Thayer bill, in the New York legis 
lature, as designed, in his opinion, “to push the motor trucks right 
off the highways.” Under the bill the state commission would 
have almost absolute control over motor trucking on the high 
ways, he said, except for trucking within the limits of one city 
or village. It could fix fares, charges, and, in short, subject 
these carriers to practically every condition that railroads are 
subjected to under the Interstate Commerce Commission, except 
the filing of tariffs. He said he intended to oppose the bill in 
behalf of the interests he represented. 

William H. Chandler, traffic manager, Merchants’ Association 
of New York, cited the views of the conference as expressed 
before the U. S. Senate committee on proposed legislation to 
regulate motor truck traffic by the Commission. He said he 
saw no reason why this resolution should not be revamped 
so that it would state the attitude of the conference toward 
intrastate trucking also. 

In its stand before the Senate committee the conference 
urged that the rates of highway common carriers be not sub 
jected to regulation until the necessity developed for the protec 
tion of shippers and receivers of freight; that rail carriers and 
water carriers be specifically authorizd by law to participate in 
highway transportation by motor vehicles through subsidiary 
companies, but that losses from the operation of such subsidi 
aries in strictly store-door-to-store-door highway service be not 
charged against rail and water revenues derived from other 
operations; that bona fide motor operators in existence at the 
time the law became effective become entitled to a certificate if 
other conditions respecting protection of the shipping public 
were met. 

He said he believed truck operators really wanted protec 
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tion of some kind against competition from irresponsible opera- 
tors and from railroad-operated trucks. He suggested that, in 
taking any action, the conference should be influenced only by 
what was fair and not by individual preferences. His sugges- 
tion that the stand in regard to interstate truck transportation 
be revised to apply to intrastate trucking was adopted and Mr. 
Fairfield was authorized to present the views of the conference 
to the legislature. 
Store Door Delivery 


The subject of store door delivery was dropped from the 
docket after Mr. Chandler had reported on the status of the 
proposed establishment of the service in the New York metro- 
politan district by the trunk line railroads. He said he saw 
no reason why the conference should continue its consideration, 
inasmuch as it was apparent that the railroads were going to 
do nothing. Asked if the proposed letter to the rail executives 
asking for a definite answer on this matter had been written, 
Chairman Milton P. Bauman replied that it had not, inasmuch 
as the Commission had already extended to March 17 the time 
for putting the service into effect. 

“We have no standing in the matter,’ Mr. Chandler said. 
“If the railroads want to publish the rates they will; otherwise 
they will not.” 

Other subjects dropped from the docket were the emergency 
surcharge, Ex Parte 103; stopping-in-transit charges, the Boston 
hearing on which was reported to the conference by Dabney T. 
Waring, traffic consultant; and alternate application of class 
and commodity rates. 

A discussion of docketing of proposed railroad rate changes 
to meet water and truck competition brought dut that the execu- 
tives of the eastern lines had decided that this could be car- 
ried out and the conference had been so informed. Mr. Chand- 
ler interposed that the railroads would give no notice even of in- 
tention to change such rates. He said it was not desired that 
the railroads should be handicapped in meeting competition by 
being forced to announce proposed rate changes in advance; they 
should be allowed to put through the changes as quickly as 
possible, he said, and added: “The raliroads should be com- 
mended any time they take hasty action on anything.” 

A shipper who did not wish his name incorporated in the 
record quoted from an article in the Traffic World of December 
31, 1932, citing the action of the Pacific Northwest Industrial 
Traffic Conference in urging that the Pacific Coastwise Con- 
ference and the U. S. Intercoastal Conference adopt thé rail- 
road practice of issuing notices of proposed rate changes well 
in advance of the effective date. He suggested that the Ship- 
pers’ Conference take action to make an arrangement with the 
Intercoastal Conference to provide ample notice of proposed 
rate changes. 

Reporting on the Union Inland Freight Station No. 1, Wil- 
liam H. Connell, traffic manager of the Port of New York 
Authority, urged that the conference take action to induce the 
railroads to amend their terminal tariffs to provide that on 
L. C. L. freight consigned to street addresses in a zone be- 
tween Houston and 28rd streets, Manhattan, be delivered to 
the Union Inland Freight Station instead of to pier stations. 
There was some discussion on loading charge at the terminal, 
which Mr. Connell said was 2% cents for loading into trucks, 
while the charge at the piers was 3 cents. It was urged that 
there be serious consideration before acting on the suggestion 
and the matter was referred to the freight terminal committee. 

J. P. Magill, special representative of the Maritime Asso- 
ciation of the Port of New York, reporting on the Copeland 
Bill (S. 4491), providing for federal regulation of the inter- 
coastal steamship lines, said he felt there was no likelihood of 
the bill passing at this session. 

Mr. Magill, discussing the project for deepening the New 
York State Barge Canal, explained that a special board of army 
engineers had recommended the expenditure of $27,000,000 by 
the federal government for improvement of the canal from the 
Hudson River to Lake Ontario without taking title to the canal, 
but the War Department Board of Engineers approved the 
plan on condition that the federal government take over the 
property. Mr. Magill urged that the conference support the 
project with the reservation that the work be done with fed- 
eral funds without the government taking title to the canal. 
This was done by resolution. 

On a resolution offered by George F. Hichborn, general traf- 
fic manager, U. S. Rubber Company, the conference endorsed 
Mr. Magill for membership on the United States Shipping Board. 

The conference adopted a resolution offered by Mr. Welsh 
opposing any suggestion by the city for putting into effect tolls 
on any of the bridges over the East River between New York 
and Brooklyn. 

Milton P. Bauman was named to succeed himself as chair- 
man of the conference. All other officers of the conference are 
slated for reelection, 
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Personal Notes 


W. J. Gillerlain has been appointed western passengy 
agent, Norfolk and Western, with offices in Chicago. The pos 
tion of traveling passenger agent at St. Louis has been ab, 
ished. L. G. Reimann has been appointed passenger agent a 
Chicago. 

George Wren Way, assistant traffic manager of the Alum 
inum Line and freight traffic representative of the Alton an 
Southern, New Orleans, died February 5. He was forty yeay 
old. 

L. M. Turnbull, formerly traffic expert with the New Op 
leans Association of Commerce, has been made vice-president 
and general manager of the newly incorporated American Pot 
ash and Superphosphate Corporation. 

President Herman Mueller, of the National Industrial Traf 
fic League, has announced the appointment of the following 
chairmen of committees: Rate construction and tariffs com 
mittee, M. M. Twohig, traffic manager, Willard Storage Battery 
Company, Cleveland, succeeding W. J. Mathey; postal service, 
L. E. Muntwyler, general traffic manager, Montgomery Ward 
and Company, Chicago, succeeding L. E. Luth; special commit 
tee on budget of the Interstate Commerce Commission, H. J, 
Waener, director, Norfolk Port-Traffic Commission, succeeding 
P. M. Ripley; special committee on embargo rules and regula 
tions, R. Z. Eaton, traffic manager, Keystone Steel and Wire 
Company, Peoria, succeeding Charles Orchard. 

Edgar S. Stanley, owner of the Star Truck and Warehouse 
Company of Los Angeles, this week was elected president of 
the Los Angeles Warehousemen’s Association. The other of 
ficers are R. W. Hamilton, manager of the Pacific Commercial 
Warehouse, vice-president; Nathan Nibley, Jennings Nibley 
Warehouse Company, treasurer, and Charles G. Munson, secre 
tary. Mr. Munson also fills the position of field secretary for 
the association. 

W. P. Levis, vice president and freight traffic manager of 
the Clyde-Mallory Lines, announces the appointment of T. M 
O’Connor as commercial agent for the lines at Nashville, Tenn. 

Nathan G. Campbell, assistant freight traffic manager of 
the Central Railroad of New Jersey, died February 2 at Plain- 
field, N. J., following an attack of intestinal grippe. He was 
52 years old. He was a past president of the Traffic Club of 
Newark and a member of the board of governors of the Traffic 
Club of New York. He had been with the Jersey Central since 
1902 and was appointed assistant freight traffic manager in 
1924. 

The Boston and Maine Railroad has announced the appoint 
ment of P. J. Mullaney, assistant freight traffic manager, to be 
freight traffic manager, coincident with approval from the Com 
mission of the appointment of J. W. Rimmer to be general freight 
traffic manager of the Boston and Maine and Maine Central 
railroads. 

Joseph T. Lykes was elected chairman of the American 
Steamship Owners’ Association at the annual meeting February 
7. He entered the shipping business about twenty years ago, 
operating chartered vessels out of Galveston. He is vice presi- 
dent of the Lykes Brothers Steamship Company, Inc., and of 
the Lykes Brothers-Ripley Line. 

E. K. Murray, of Tacoma, has been appointed director of 
the Department of Public Works of the state of Washington to 
succeed Director Baker. W. D. Lane, of Seattle, has been ap 
pointed supervisor of transportation to succeed Supervisor 
Lewis. Frank Purse has been retained with the department as 
supervisor of public utilities. 

L. J. Horton, formerly with Universal Carloading and Dis- 
tributing Corporation, Newark, N. J., is now connected with 
Atlas Freight Despatch, Newark, as commercial agent. 

A. J. Brannen has been appointed traffic manager, Chesa 
peake Steamship Company, Baltimore, Md. The position of gel 
eral freight agent has been abolished. 

Harry W. Dorigan, heretofore assistant to the comptroller 
of the New Haven, has been appointed assistant to vice presi- 
dent, with headquarters at New Haven, Conn. 

C. E. Veatch has been appointed assistant general freight 
agent, M.-K.-T., with headquarters at St. Louis. Norman Mans 
field has been appointed division freight agent, with headquat 
ters at Dallas. H. G. Smith has been appointed division freight 
and passenger agent, with headquarters at Galveston. 


RAILROADS AND LAND GRANTS 
The House and Senate have finally approved S. 4165, placing 
all land grant railroads on the same basis. (See Traffic World, 
Jan. 14, p. 72.) 
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Doings of the Traffic Clubs 





Donald R. Changnon, commercial agent of the Illinois Cen- 
tral System at Indianapolis, Ind., is the new president of the 
Indianapolis Traffic Club. He was born 
April 29, 1899, at Kankakee, Ill. He 
attended the Kankakee schools, the 
University of Illinois, and Cornell Uni- 
versity. His first job was with the 
Illinois Central at Chicago in Septem- 
ber, 1917, as terminal clerk in the ac- 
counting department. In the golf sea- 
son of 1918 he worked for the Calumet 
Country Club, returning to his former 
position with the railroad in 1919. Two 
years later he was made a yard clerk 
in the local office. He became team 
track foreman at Weldon Yard in 1922. 
He was transferred to the traffic de- 
partment September 5, 1923, as city 
freight agent at Chicago, and was pro- 
moted to assistant chief clerk in the 
commercial office April 1, 1925, to trav- 
eling freight agent, April 5, 1927, and 
to commercial agent at Indianapolis, 
October 1, 1929. Within a few months 
after his arrival in Indianapolis he 
joined -the traffic club. His organizing ability was recognized 
early, and he was made chairman of the board of governors 
last year. He was holding that position at the time of his 
election as president. 








The speakers at the annual dinner of the Traffic Club of 
Chicago, to be held the evening of March 16 in the ballroom of 
the Palmer House, will be Professor Charles E. Merriman, of 
the University of Chicago, and Col. Roy F. Farrand, president 
of St. Johns Military Academy, Delafield, Wis. The affair will 
be a tribute to industrial executives of Chicago, as last year’s 
dinner was a tribute to the railroad presidents of the country. 
Some forty leading industrial executives will be invited to be 
guests at the head table. The annual election of the club will 
be held March 21, in the club rooms. The annual business meet- 
ing will be held that evening in the club dining room. Din- 
ner will be served. There will be no elaborate entertainment 
on this occasion, as has been the custom in the past, but an 
effort will be made to have a real business session. After the 
meeting there will be a stag bridge party for those who care 
to remain and for those who wish to play bridge but do not 
attend the meeting. BE. A. Jack, general traffic manager, Alumi- 
hum Company of America, will speak on “Wanted! Construc- 
tive Leadership,” at a luncheon at the Palmer House February 16. 





Air transport films will be displayed by speakers at a 
meeting of the Traffic Study Club of Akron at the Mayflower 
Hotel February 13. Blair Williams, of the publicity department 
of the Goodyear Tire and Rubber Company, will display ‘Views 
from the Air of the Century of Progress,” taken from a blimp, 
accompanying the film with an explanatory talk. A moving 
picture showing a trans-continental trip by air will be displayed 
and explained by B. B. Gragg, district traffic manager, United 
Air Lines, and J. W. Sabin, district traffic manager, American 
Airways, ‘will give a short talk on “Air Express.” At the close 
of the meeting there will be a social half hour and smoker. 





At a meeting of the Traffic Club of Memphis February 6 a 
resolution was adopted placing the club on record as “opposing 
discrimination in the regulation of commercial carriers and 
as favoring regulation of all forms of transportation, such 
regulation being based on the sound economic principle that 
each form of transportation shall be required to meet all costs of 
the service performed, including an equitable share of the cost of 
the roadways and other facilities used, and also to bear a fair 
share of the public burden in the form of taxes.” Copies of the 
resolution were sent to national legislative representatives, the 
Commission, and others. 





At the annual election of the Traffic Club of Erie, presided 
over by the retiring president, W. F. Gleason, the following gov- 
ernors were elected to serve for a period of three years: M. W. 
Hismann, O. L. Fleeger, F. M. McCullough, and R. L. Taft. Officers 
elected are as follows: President, R. L. Taft, General Electric 
Company; vice-president, F. M. McCullough, traffic manager, 
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Metric Metal Works; secretary, M. W. Eismann, traffic manager, 
Manufacturers’ Association of Erie; treasurer, O. L. Fleeger, 
agent, B. & L. E. F. M. McCullough and W. F. Gleason wer 
appointed chairmen of the arrangements and membership con. 
mittees, respectively, The tentative date for the annual banquet 
to be held at The Lawrence has been set for March 16. 
be designated “G. E. Night.” 





E. S. Hiner, general northern agent, The Clinchfield Raj. 
road, Cincinnati, Ohio, was installed as 
president of the Cincinnati Traffic Club 
on February 8. He was born in Cin- 
cinnati and has always made his home 
there. He started railroad work in the 
general freight office of the old Cin- 
cinnati, Hamilton and Dayton RailWay. 
Since that time he has been connected 
with the Indian Refining Company, the 
Lackawanna Railroad, Clinchfield Port- 
land Cement Company, and Western 
Electric Company. He began service 
with the Clinchfield Railroad in 1923 
as soliciting freight agent; a year later 
he was made traveling freight agent, 
and shortly thereafter commercial 
agent at Cincinnati. June 1, 1929, he 
was appointed general northern agent 
of the Clinchfield railroad’s solicitation 
north of its line and _ supervising 
agencies at Cincinnati, Chicago, Detroit, 
Pittsburgh, and Columbus. He is a 
charter member of the Cincinnati Traf- 
fic Club and has been continuously a member of its board of 
governors. 








About fifty shipping representatives, members of the Traffic 
Club- of Newark, took part in discussion concerning “Prepara- 
paration of Shipping Documents,” at a forum meeting in the 
Chamber of Commerce Assembly Hall February 6. Earl C. 
Fuller, chairman of the educational committee, under whose 
direction the forum was held, presided. Following the forum 
a business session was held, presided over by Eric E. Ebert, 
president of the club. A program of entertainment was given 
by William J. Nicoll, chairman of the entertainment committee. 
It was announced that a debate would be held between the 
New York Traffic Club and the Newark club March 6, in New- 
ark, on the subject, “Resolved, That a Reduction in Freight 
Rate Levels Would Aid Business Recovery.” 





N. F. Kenney, the new president of 
the traffic club of Minneapolis, was 
born in Minneapolis in November, 1877. 
His first railroading was with the Chi- 
cago Great Western in Minneapolis. 
Then he spent two years there with the 
C. M. & St. P. and entered the serv- 
ice of the Pennsylvania Railroad in 
Minneapolis in May, 1902, as _ stenog- 
rapher-clerk. In 1906 he was promoted 
to traveling freight agent. In April, 
1909, he opened the Spokane, Wash. 
office as agent; he was transferred to 
Omaha as agent in 1916 and to Can- 
ton, Ohio, 1918 to 1920, during govern- 
ment control. He reopened the Minne- 
apolis office of the Pennsylvania No- 
vember 1, 1920, as district freight agent, 
which is his present position. 





The monthly meeting of the Traffic Club of Atlanta was 
held at the Atlanta Athletic Club February 6. 





Esperanto is the open sesame to the hearts and homes of 
all countries, according to Joseph R. Scherer, world traveler 
and teacher of Esperanto, who addressed the members of the 
Women’s Traffic Club of Los Angeles February 1 at the Alex 
andria Hotel. He recounted intimate glimpses of foreign life. 
E. F. Forman, traffic manager of the Globe Grain and Milling 
Company, opponent of technocracy, defined and analyzed the 
theory, its promises, exploitation, and fallacies. He challenged 
the engineering and scientific accuracy of many of the state 
ments of its proponents and deplored the fomenting of discon- 
tent through a thinly veiled creed of communism. “Tech- 
nocracy,” he declared, “neglects the moral and social elements 


It will j 









ebru 


he 
owr 
oul 
hawt 
irgi 
prob 
But | 


polit 


sIZe. 





pape 
prise 
Poli: 
mak 
redt 
will 
The 
mat 
Ine 
oth 
ind 


The 













ebruary 11, 1933 





ee 2 | 





0. § 


ee : “Opportunity Awaits You Along the C & O” 





COVINGTON. VIRGINIA 


A THRIFTY HOME 
FOR INDUSTRY 


tail. 






he George Washington, eastbound, glides 
own the sunrise face of the Allegheny 
ountains into Covington just before 
lawn. In half a dozen minutes, this 
irginia city is far behind—out of sight and 
probably forgotten by many passengers. 
But Covington is impressing itself on industrial and 
a- (political minds to an extent out of all proportion to its 
C. Hkize. Already, it is the home of some of the country’s largest rayon, 
paper, and pulp factories, and of nine other major industrial enter- 
prises. 


Politically, Alleghany County, of which Covington is the seat, is 


oreo VF BSB 


making history. For it is showing taxpayers that government can 
reduce taxes even today. Alleghany taxes were cut in 1932. They 
s Bwill be, again, this year. The budget enjoys a comfortable surplus. 
The debt is low. And bonds are being retired—now—in advance of 

. Pmaturity! 

Inevitably, such a record appeals to industrialists. But there are 
other reasons, equally inviting, for Covington’s popularity as an 
industrial location. 

The city lies in the very heart of the coal and iron section. Its 10,000 
population is 98% American born—providing high grade employees. 
' Electric power is abundant, reliable, and low in cost. Sites on clear 
streams are available—and the prices are low. 

C & O is privileged to serve Covington’s shippers. Three hundred 
miles east are its shore-to-ship, Newport News terminals. At the 
opposite end of the line are the Great Lakes. ‘‘On time’ service, via 


C & O, adds much to the desirability of a location in Covington. 


CHESAPEAKE andC )HIO 


“THE ROAD THAT SERVICE BUjIELT’? 
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of our life, ignores spiritual values, and threatens sacred Amer- 
ican institutions.” February 16 the club will hold a dinner 
meeting at the Deauville Beach Club. 





A luncheon meeting of the Brimingham Traffic and Trans- 
portation Club will be held at the Tutwiler Hotel February 13. 
The program will be of a political nature. 





The Buffalo Transportation Club will give its annual St. 
Valentine dinner dance at the Buffalo Trap and Field Club 
February 14. A large attendance, including a number of out- 
of town guests, is expected. G. H. Vogel is chairman of the 
committee in charge. 





Work of the unemployment relief committee was described 
by its chairman, A. G. Newmeyer, at a lunchen of the Traffic 
Club of New Orleans February 6. F. P. Ebel was elected 
treasurer of the club in a deferred balloting. ; 





The speaker at the next meeting, February 14, at the Pal- 
ace Hotel, San Francisco, of the Pacific Traffic Association will 
be Morris C. Hixson, assistant manager, incandescent lamp de- 
partment, General Electric Company. His subject will be 
“Searching Into the Unknown.” There will also be a half-hour 
educational program under the direction of F. J. Wigle, chair- 
man of the educational committee, and Hal Remington, chair- 
man of the legislative committee, will report on legislative 
matters. 





The Traffic Club of the Rochester Chamber of Commerce 
will hold its ninth annual dinner February 28. Kermit Roose- 
velt, vice-president, International Mercantile Marine, will speak 
on “Far Frontiers and Big Game in Many Parts of the World.” 





The Traffic Club of Fort Worth held a luncheon meeting 
at the Blackstone Hotel February 6. The program was spon- 
sored by United Air Lines. which displayed moving pictures de- 
picting air transport operations. A number of musical features 
were presented by Glen Darst, club musician, and D. G. Griffin, 
song leader. 





A program in the form of a twenty-five-minute playlet was 
presented at the weekly luncheon this week of the Traffic Club 
of St. Louis at the New Jefferson Hotel. It dealt with “tragedies 
and comedies” of the traffic profession. It is said to have been 
a great success, with an attendance at the luncheon of about 
three hundred and fifty. “Traffic Thirst” was the name of the 
production, with the following cast: Homer Van Snowdrop, 
vice-president in charge of traffic, American Post Hole Company, 
played by H. J. Dentzman, assistant general freight agent, C. & 
E. I. Glory Child, his stenographer, played by H. M. Dryer, 
traffic manager, Scullin Steel Company; Bill Bankhead, general 
agent, X. Y. Z. Railway, played by T. M. Murderig, traffic man- 
ager, Evans Howard Sewer Pipe Company; Ida Know, his 
stenographer, played by J. F. O’Reilly, assistant general freight 
agent, National Carloading Corporation; Hy. Fourth Section, 
“the enlightening rate clerk,” played by Sherman BE. Wilson, 
traffic manager, Lambert Pharmacal Company; Jack Volstead, 
“fast working traveling freight agent,” Hell Either Way Rail- 
road, played by E. S. Van Tassell, manager, Universal Carload- 
ing Corporation. 





A dinner and business meeting will be held by the Coum- 
bus Transportation Club at the Neil House February 14. “Inter- 
Coastal Cargo,” an American-Hawaiian Steamship Company 
film, will be shown. A luncheon will be sponsored by the club 
in connection with the spring meeting of the Ohio Valley Ship- 
pers’ Advisory Board at the Deshler-Wallick Hotel March 14, 
and the annual dinner and election has been set for Aprli 20. 





The general arrangements committee, appointed by the 
Traffic Club of Peoria in connection with the convention of the 
Associated Traffic Clubs of America, to be held there June 5, 6, 
and 7, is as follows: Chairman, G. A. Bahler, general traffic 
manager, Caterpillar Tractor Company; publicity, A. T. Grif- 
fin, traffic representative, Inland Waterways Corporation; hotel 
reservations and registration, O. B. Eddy, traffic manager, Pe- 
oria Association of Commerce; banquet, R. Z. Eaton, traffic 
manager, Keystone Steel and Wire Company; vice-chairman, 
Joseph Walker, general agent, C. & I. M.; attendance, E. F. 
Stock, general agent, P. & P. U.; entertainment, E, T. Olander, 
general agent, Erie; vice-chairman, O. T. Arnold, traffic man- 
ager, Caterpillar Tractor Company; transportation, W. J. Kess- 
ler, city agent, C. & N. W.; reception, E. I. Rogers, president, 
P. & P. U. The club executive committee is made up as fol- 
lows: Chairman, O. H. Thomas, general agent, Santa Fe; vice- 
chairman, J. F. Hoban,-manager, Allied Mills, Inc.; secretary, 
J, L, McVay, division freight agent, Rock Island; members, 
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Les Jones, traffic manager, P. & P. U.; E. F. Stock, and G4 
Bahler. 











“Milling and Grain Division Day” was observed by th 
Traffic Club of Minneapolis at the Nicollet Hotel February 4 
The program was in honor of the Veterans of Docket 170 
Part 7, many of whom were attending the hearing in the m 
opened general investigation of grain rates in Minneapolis. The 
Transportation Club of St. Paul and the Minneapolis Chambe 
of Commerce were invited. An elaborate program was pre 
sented. ; 
















At a luncheon meeting of the Indianapolis Traffic Club at 
the Virginia Grill February 14 Harry C,. Geisel, for many years 
an umpire in the American League, will be the speaker. 4 
number of prominent baseball players will be guests. At q 
recent meeting of the board it was decided to hold an evening 
meeting on the last Thursday of each month, excepting June, 
July, August, and September, and to hold noon meetings on the 
second Tuesday of each month, except in July and August. The 
next dinner meeting will be held February 23 and has beep 
designated “Past Presidents’ Night.” 

















The twenty-seventh annual banquet of the Washington 
Transportation Club will be given at the Raleigh Hotel February 
15. Leo A. Rover, United States attorney for the District of 
Columbia, and Phil Campbell, former congressman from Kansas, 
will be the speakers. Robert B. Armstrong, vice-president, Los 
Angeles Steamship Company, will be toastmaster. Entertain- 
ment will include music by the Keystone Quartette, of the 
Pennsylvania. 

















The regular meeting of the Traffic Club of the Bronx Board 
Board of Trade will be held at the Board of Trade the evening 
of February 17. The speaker will be Don C. Hunter, vice-presi- 
dent, Universal Carloading and Distributing Company, whose 
subject will be “Transportation of Less-Than-Carload Freight.” 














Charles Sterling Miller, vice-president and general manager, 
Big Four, will be the speaker at a meeting of the Transportation 
Club of Evansville at the Vendome Hotel February 15. A pro- 
gram of entertainment arranged by Elmer Streithof, American 
Packing Corporation, will be presented and dinner will be served. 

















The Miami Valley Traffic Club elected the following officers 
February 2: President, R. L. Galleher, general freight agent, 
B. & O., Cincinnati; vice-president, R. H. Hagerman, traffic 
manager, National Cash Register Company, Dayton; second vice- 
president, W. P. Kromphardt, division freight agent, Pennsyl- 
vania, Dayton; secretary, W. D. Tucker, G. H. Mead Company, 
Dayton; treasurer, O. H. Murlin, Universal Carloading and Dis- 
tributing Company, Dayton; directors, H. S. Malone, traffic man- 
ager, Delco Products Company, Dayton; J. J. O’Connor, traveling 
freight agent, Clinchfield Railroad, Cincinnati; W. F. Goodnight, 
general agent, Northern Pacific, Cincinnati; C. R. Carlton, divi- 
sion passenger agent, Pennsylvania, Dayton; William Welsh, 
traffic manager, Oliver Farm Equipment Company, Springfield. 





Dr. Frank A. Fall, of Long Island University, author of 
several books on business subjects and a student of business 
conditions, will address the Women’s Traffic Club of Greater 
New York at its next meeting, Tuesday, February 14, at the 
Fifth Avenue Hotel. His subject will be “Business Indices and 
Conditions.” A program of entertainment will be presented 
following the busness meeting and address. 





The York Traffic Club held its monthly meeting at the Hotel 
Yorktowne February 9. Henry D. Schmidt, president, Schmidt 
and Ault Paper Company, spoke on “Paperboard and Shipping 
Containers.” There was a program of music. 





The annual meeting of the Traffic Club of Denver was held 
at the Daniels and Fisher Tea Room February 10. Committee 
reports were presented and other business disposed of. 





The following committee chairmen have been named by 
L. F. Owen, president of the Winston-Salem Traffic Club: Public 
relations, J. T. Ryan; membership, J. B. Queensbury; entertain- 
ment, T. H. Willings; luncheon, G. F. Turley; publicity, T. B. 
Jenkins, Jr.; auditing, J. S. Bergman. 





At the weekly luncheon of the Oklahoma City Traffic Club” k 
at the Oklahoma Club February 6, the O. G. & E. Girls’ Quar- 
tette provided the entertainment. 





“The Legislative Problems of Transportation” was the sub- 
ject of Donald O. Wright, representative in the Minnesota legis- 
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augmented 


- Addition of two vessels to the fleet sailing 
between Houston and the Pacific gives ship- 
pers fast weekly service to West Coast ports. 


TODAY 
MORE THAN EVER 


This Service Is of Importance 


TO YOU! 
if— 


You are a Mid-Western producer sell- 
ing to the Pacific States 


or 


A Western producer offering your 
products to the Mid-West. 
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F you were to organize a delivery system 
of your own, you would want it to reach 
practically every town of any importance in 
the country. Railway Express reaches these 
towns—25,000 of them. You would want 
men who could handle shipments with the 
utmost intelligence and dispatch. Railway 
Express has them—50,000 strong. 

A receipt system to establish positive proof 
of delivery would be another feature you’d 
insist upon. Railway Express secures a re- 
ceipt from the consignee. You would also 
want a collection service to take care of 
C. O. D. shipments. Railway Express has 
maintained an efficient and reliable collection 
service for years. 

In short, Railway Express has a service to 
meet every kind of shipping problem—on a 
wide and more complete scale than any one 
shipper could afford to maintain. Your local 
express representative will be glad to co- 
operate with you on shipping matters—call 
on him. 


RAILWAY EXPRESS 


AGENCY, INC. 













This all-water route now adds speed to its 
undisputed economy and efficiency. 


COMPARE COSTS 


and see what 
this service can mean 
to 


YOU! 
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lature, who was the speaker at the weekly luncheon of , 
Transportation Club of St. Paul at the Hotel Lowry February; 
Musical entertainment was on the program. 












The Traffic Club of St. Louis will not hold its Monday 


luncheon February 13, in view of the “Lincoln Day Dinnel 
Dance” February 14. A “home talent” minstrel show is beiy 
planned for a future meeting. 


REVENUE TRAFFIC STATISTICS 


Class I railroads, exclusive of switching and terminal coy, 
panies, carried 440,886,000 revenue passengers in the eleva 


months ended with November as compared with 550,461,000 iy 
the corresponding period of 1931, according to revenue traf, 
statistics compiled by the Commission’s Bureau of Statistiy 
from carrier reports. For November alone the total was 36,059, 


as against 45,354,000 in November, 1931. Revenue a passenge. 
mile averaged 2.221 cents in the eleven months as compare 
N j | a with 2.516 in the corresponding period of 1931. In Novembe 
ewest nf an the revenue a passenger-mile was 2.149 cents as compared with 
2.444 cents in November, 1931. 
a Revenue a ton-mile on freight averaged 1.051 cents in th 
North Atla ntic Seaport eleven months of 1932 in comparison with 1.053 cents in the 
corresponding period of 1931. In November the revenue a ton 
mile was 1.020 cents in comparison with 1.035 cents in No 
vember, 1931. 
. 2 « 2 F The passenger revenue totaled $346,390,523 in the eleva 
Within 250 miles ther © reside —_— months ended with November in comparison with $509,575,37) 
x ‘ * in the corresponding period of 1931. The passenger revenue 
One-third of the population of the United States. in November amounted to $24,848,658 as compared with $35, 
The richest producing population in the United 877,375 in November, 1931. 
States. Freight revenue in the eleven months ended with November 
amounted to $2,260,951,862 as compared with $3,036,964,823 in 
the corresponding period of 1931. The freight revenue in No 
vember amounted to $202,910,121 as compared with $238,051,816 
in November, 1931. 


RAILWAY WAGE STATISTICS 


Class I railways, according to a compilation by the Commis. 
sion’s Bureau of Statistics from reports covering 156 class | 
line-haul railways, 17 switching and terminal companies and 8 
small companies included in system reports, reported a total of 
1,013,215 employes as of the middle of November, 1932. This 
was a decrease of 20,010, or 1.94 percent under the number 
reported for October. The decline, the compilation said, was 
largely in maintenance of way and structures, and transporta- 
tion, with a small increase in maintenance of equipment. Based 
on the aggregate number of hours paid for by the working day, 
the per cent of decline, October to November, was 1.64. In 
compensation, the compilation said, the corresponding percent: 
age of decline was 4.24, 

The number of employes reported for November, 1932, was 
13.34 per cent less than for the corresponding month of 1931. 
The corresponding figure for October, 1932, under October, 1931, 
was 15.68 per cent, and for September, 1932, under September, 
1931, 19.44 per cent. 

The total compensation in November, 1932, was $120,154,507 
in comparison with $125,471,344 in October, 1932, and $155,490,976 
in November, 1931. 


N. A. R. U. C. CONVENTION 


Announcement is made of the coming from the press of the 
volume containing the proceedings of the annual convention 
of the National Association of Railroad and Utilities Commis- 
; : : sioners held at Hot Springs, Ark., Nov. 15-18, 1932. (See Traffic 
Harbor—30 ft. deep with 1,000 ft. turning basin; World, Nov. 19, 975, Nov. 26, p. 1042, and Dec. 10, p. 1115.) 

















The greatest consuming population in the United 





ee, | 


143 miles from sea. The volume is published by the State Law Reporting Co., New 
Channel—27 ft. deep; in unobstructed tidal river. York. Its sale price is $5. 

R ae The announcement concerning the volume says that the 
Docks—4,400 ft. with shipside trackage. recommendations of the convention will be sent to members of 
Sheds—Sprinkler protected fireproof construction. Congress, with a request for action thereon; also that the 


; problems discussed and presented will receive the attention of 
Grain Elevator—13,000,000 bu. storage. the various state legislatures and public service commissions. 
Accessible to 85% of world’s ocean carriers. qmpatiapinnaghibeimemeamte: 
Port District Railroad connecting with trunk rail- REORGANIZATION OF RAILROADS 

roads serves water front. Members of Congress handling the proposed so-called bank- 
ruptcy legislation, which includes provisions for reorganiza- 
tion of railroads, were not optimistic this week as to the out: 
look for final action on the legislation at this session of Con- 
gress which will come to an end March 4. This legislation, 
embodied in the Sumners and Hastings bills, is classed as 
“controversial,” and controversial legislation at this stage of 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


e * e e > : 

a short session that is in the mess the present session is in, 

Albany P ort District Commission the opinion of observers, has practically no chance of being 
74 Chapel Street, Albany, N. Y. passed. However, the subcommittee of the judiciary commit 


tee of the Senate that has been studying the proposals, expects 
to bring the matter before the whole committee next week. 
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Your Own Traffic 
“§) Agent in Chicago— 


Could attend classification hearings, represent you Trust the 
at rate meetings of the Western Trunk, Central 


Freight —, bee age ao Committees—and be- : ° ° » 
ge ee ee American Mail Line 


Wi h 
ut When you send a letter across oo } 
—Your own ideas, expressed in your own Senn” * oy * poe : aun ae 
way. pas $ 
t . you get it to a mail box. 
eens gained from representing many When-you sell ‘er buy 0 cargo or 0 thip- 
Scenes iliti ment to or from the Orient ... putting it 
—Wonderful facilities for reference to all in charge of AMERICAN MAIL LINE, you 
Court and Commission decisions. also cease to worry. Like “Uncle Sam,” the 


American Mail Line has won TRUST through 


But Without constant DEPENDABILITY. 


An American Mail Line President Liner sails 


—The expense of traveling, hotels, and all from Seattle every other Saturday; one arrives 
those incidentals. in Seattle every other Tuesday. ——- reg 
i : ular as clockwork. Service augmented by fleet o 
——— of oi 7, from those office duties fast cargo liners to ports of Japan, China and the 
at can ill afford your absence. Philippines. Depend on the American Mail Line. 
Try us as your Chicago Agents for matters large or ‘ - 
small. We render willing, able service: and you pay For information, apply desk No. 6 
only for the time actually devoted to your use. ie a New York 
And REMEMBER, skilled help is very reasonable 1714 Dime Bank Bldg Detroit 


110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 


merce COUR ow | LL AMERICAN 


these days. 
Tell us your troubles. No charge for consultation. 





mis- FF 

ri % 1606 Milwaukee Ave. M IL LINE 

' 

1 of CHICAGO F \ 

“ a 76 offices in 22 countries at your service 

ber 

was 

rta- 

sed 

° ia 

ath FIRST CLASS aoe 

bd WAREHOUSE nee a} 

31, SERVICE ——_ — ——$ Sa 

er, el 
Public warehouse service starts with such ————- 

- plant factors as location, type of building, 


potton. Tn thse reese our plant ne SERVE YOUR ORIENTAL 
t i i 
meetin <oeien sa ale ai oie MARKETS SPEEDILY! 


s- ically to receive merchandise, check, store, 


deliver and reship, collect, report, take orders. Not many ships go around “the horn’ any more. The 


w The best of branch offices do no more, al- shorter route via the Panama Canal has been provided. 
= The route via Seattle is the shortest route from any 


United States port to the Orient and some day, we feel 


though the cost is much more. Write, without 


f obligation, for full information. safe in predicting, most Oriental freight will be shipped 
via Seattle. 


‘ * * * Seattle is equipped with Port facilities among the most 
modern of any city in the world. Because of the city’s 


CROOKS TERMINAL Via Seal cae “doubled an poe "bee oe 
your shipments ! 
WARE HOUS E S For further information write Bell Street Terminal, 


CHICAGO KANSAS CITY © Seattle, U. S. A., for Port of Seattle Year Book 
417-437 W. Harrison St. 1100-1112 Union Ave. (illustrated). 


429.449 W. 14th Place 1201-1213 Union Ave. 
Tica sin 


5801-5967 W. 66th St. 1411-1417 St. Louls Ave. 


LOS ANGELES 
Ninth and Alameda Streets 


Overland Torentaal Warchouse Co. 













STARRETT 
LEHIGH 
BUILDING 


| 
HH} 


eae ee 


LOCATION ° The building covers two entire 
blocks, 26th to 27th Streets, | Ith to 13th Avenues. 
From the Lehigh Valley Railroad freight terminal 
on the street level, on up through 18 floors of light, 
airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY ¢ Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on |5-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
vators are adjacent to platform in rail yard. 


ECONOMY ° Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and | All-day hospital ser- 
heated. Steam is furnished at | ‘ce: Restovrant, 


aoe news-stand and bar- 
prevailing rates. ber shop in the build- 


ing. Fast passenger 


B U I LT TO M t ET Yo U ~ elevator service. 
NEEDS - INVESTIGATE 
AND FIND OUT FOR YOURSELF 


Starrett. Lehigh Building 


26th to 27th Streets, 11th to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 60] West 26th Street 
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Questions and Answers 


N this column will be answered questions of both legal and Practicg 
bf nature that confront persons dealing with traffic. A specialist on ints, 
state commerce law, who is a member of our legal department, will giy 
his opinion in answer to any simple question relating to the law of interstgy 
transportation of freight. A traffic man of long experience and wide know, 
edge will answer questions relating to practical traffic problems. We do ny 
desire to take the place of the traffic man but to help him in his work, 
The right is reserved to refuse to answer in this column any questin 
legal or traffic, that it may appear to us unwise to answer or that involves; 
situation too complex for the kind of investigation herein contemplated, If, 
more comprehensive answer to a question is desired than is thought proper fy 
this column, the department will answer it by letter for a reasonable 
No attention will be paid to anonymous communications or question 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


DBO ooo Ooo Bor Ooo Boe Serer er er Grr Bere Sur Gur Guerrero Guero Gre Gre Gre Gor Ges rere Gene G Deore Ger rr Gre Wee Ger Getng, 



























Tariff Interpretation—Application of Distance Scale on Cotton 
seed Products 


Texas.—Question: Can you cite us to a ruling that wil 
cover the following question: 

What is the correct rate on ,cottonseed cake in carloads 
from Wichita Falls, Texas, to Swink, Colorado, as published jp 
S. W. L. Tariff No. 135-G, Agent Johanson’s I. C. C. 2382? 

You will note by referring to this tariff that Item 570 state 
that distances shall be computed via shortest distance, origin 
to destination. In figuring the mileage to Swink from Wichita 
Falls, the shortest distance figures via Des Moines, N. M, 
Santa Fe, etc., which will give a rate of 38.5 cents, based 25 
cents in differential territory, added to the common point total 
distance rate of 36 cents. 

It is our opinion that the consignee is entitled to a cheaper 
rate based on the mileage figured from Wichita Falls to Swink 
via FWDC-Sixela, C. & S. Trinidad, Santa Fe Lines, a total of 
569.7 miles, with no distances involved in New Mexico differ. 
ential territory. 

We are aware that the tariff does not say that if a rate 
may be arrived at by a longer distance in common point terti- 
tory and a shorter distance in differential territory, thus mak 
ing a lower rate than a shorter distance in common point terti- 
tory with a longer distance in differential territory, such lower 
rate shall be used, but we would like to have some ruling, 
if there is any; bearing us out in our contention for the 36-cent 
rate. 

Answer: On page 61, Item 540, of this tariff, it is provided 
that from Texas origins not located in Texas differential ter 
ritory, the distance scale of rates will be applied per Rate 
Basis 1, Item 580. Item 580, Page 65, provides that rates will 
be made on the distance scales shown in Item 850, but that 
the scale in Item 850 is to be applied according to rules in 
Item 570. 

Item 570, Section A, paragraph 2, reads: 





Joint line rates shall be based on the shortest distance, origin 
to destination, via junctions of railroads parties to the tariff at 
which track connections exist. . . 


We find no alternative for using a longer route when to 
do so would produce a lower charge. Such alternative plan is 
provided in some of these Southwestern tariffs, however. For 
example, see Item 484-C of Johanson’s I. C. C. 2008, S. W. L. 
Tariff 151. _This rule reads as follows: 


When the short line distances, origin to destination, is computed 
via routes through Oklahoma and Texas differential territory and/or 


New Mexico, add differentials shown in Column 3 or Item No. 48 
for the total distance used through Oklahoma and Texas differential 





territory and New Mexico; except that when lower rate may 
obtained thereby, apply the Southwestern scale for the short line 
distance, origin to destination, via routes exclusive of Oklahoma and 
Texas differential territory and New Mexico. 


Rates—Long and Short Haul Violation 


Kansas.—Question: Through alternative commodity rates 
of 2644c, minimum 30,000 pounds, and 20%c, minimum weight 
60,000 pounds, are published via a given route from A to B. 
To C, a directly intermediate point, there is only one rate 
published, 261%c, minimum weight 30,000 Ibs. Tariff provides 
that rates will apply to unnamed intermediate points. Will this 
rate of 20144c, minimum weight 60,000 pounds, apply to C, there 
being no rate published on the higher minimum weight t0 
this point? If not, does not the 20%c rate to the point beyond 
create a Fourth Section violation? 

Answer: Inasmuch as the carload charge on a shipment 
weighing 60,000 pounds, moving from A to B, would be lower 
than on a shipment moving from A to C, namely, $123 as against 
$159, the publication of the alternative commodity rates of 
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In CHICAGO 


SO eres eee 
A 7} 


WAREHOUSES &,.- 


4 
Close to ‘‘Loop."’ Office and warehuuse spzce for Geax 
lease. Merchandise storage. Pool cars distributed. <A 
Tunnel, water, rail and truck facilities at door. ww 
519 W. ROOSEVELT ROAD 1a a Le NCle) 


BUFFALO, N. Y. 


LARKIN TERMINAL WAREHOUSE 


Buffalo's most modern warehouse. We 
store, distribute and forward general 
merchandise. Lowest Buffalo insurance 
rates. 125-car track capacity on Erie 
and New York Central Railroad. 


Lettkttt CO tae. 
J. E. Wilson, Vice-Pres. 


SAVE TIME 
and MONEY 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Low Rates 


CALMAR LINE 


INTERCOASTAL SERVICE 


YORKMAR | 18 | Sailed | Sailed |Feb. 16/Feb. 20/Feb. 22/Feb. 26/Mar. 1 


ALAMAR | 10 Feb. 11/Feb. 16)Mar. 9)Mar. 13)Mar. 15|Mar. 19|Mar. 22 


FLOMAR 11 |Mar. 4|)Mar. 10]/Mar. 31/Apr. 3/Apr. 5jApr. 9$jApr. 12 


Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


IMPORTANT NOTICE 


To provide a more convenient discharging location in Los 
Angeles Harbor for our Shippers and Consignees, effective 
January 1, 1933, our vessels will discharge at Berth 145 
Wilmington, several miles closer to Los Angeles City. 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD.,. Agents 

Baltimore, Md., 15 8. Gay St. a puty recenipaiggaal 

Chicago, Ul., 140 S. Dearborn St. » 

Detreft, Mish., 2001-2 Industrial Bk. Bldg.  Gakiand, Gal Jet and, Market ote, 

New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 

Philadelphia, Pa., Bourse Bidg. Matson Bidg. 

Pittsburgh, Pa., Oliver Bidg. Seattle, Wash., 1519 Railroad Ave., South 
Regular Piers 

Atlantic Coast 


Baltimore—Pier 7, Port Covington, 
Western Md. Ry. 


Pacific Coast 
Los Angeles Harbor—Berth 145 Wiimingtoa 
Oaktand—Howard Terminal 
. | Oceanle Terminal 


San No. 48-B 
Philadelphia—Pler 27-N, Reading Co. Seattie—Atiantie Dock Terminal 


FOR CARLOAD 
SHIPPERS 


es: this informative booklet for your 
shipping department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 
method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings many real shipping 
economies. 
No obligation. Write today. 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenues 
CHICAGO, ILLINOIS 


WESTERN WAREHOUSE 


Withir 
wareh ou 


track 


three blocks of Chicag 


pace for 360 car: tock 


DOWNTOWN CHICAGO 

C s central retail and jobbiang distri high grade modern 
and terminal facilitie 400,000 square teet of floor space—light and clean 
s carried for forwarding and distribution; space to lease 


WESTERN WAREHOUSING COMPANY 


THRU RATES 
AND 
DIRECT 


WATER 


t. H. Hagel, Superintendent 
Chicago, Ill 


> ae From—Stamford, South Norwalk, Bridgeport 
New London and Norwich, Conn. 


'o—C. F. A., W. T. L., Inter-Mountain, 

Tr Carolinas, South and Southwest 

Viag—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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26%4c, minimum 30,000 pounds, and 20c, minimum 60,000 pounds, 
from A to B results in a Fourth Section violation at C, pro- 
vided C is intermediate to B via the same route. 


Y. M. C. A. TRAFFIC COURSE 


A course in traffic and transportation is included with other 
business and commercial subjects presented in evening classes 
of the Chicago Central College of Commerce, Central Y. M. C. A., 
Chicago. George A. Rautenberg, president of the College of 
Advanced Traffic, is the instructor. The spring term, ending in 
June, was begun this week, with the first traffic class held Feb- 
ruary 7. The traffic classes meet each Tuesday evening. The 
charge for the semester is $29. According to the announcement, 
the course is designed with two purposes in mind: “To give the 
business executive, especially of the small company which does 
not employ a traffic manager, some practical knowledge of traffic 
management, which will be of help to him in the conduct of his 
business, and to enable the young man who is considering traffic 
as a career, to get a general idea of the problems and oppor- 
tunities in this field before investing time and money in a study 
of the deeper technicalities of the subject.” 


NEW COMPLAINTS FILED 


Ex Parte’ No. 110, petition for general reduction of freight rates on 
basic commodities. 

This is a proceeding instituted by the Commission as result of 
filing of ‘“‘memorial petition’’ by American Farm Bureau Federa- 
tion et al., seeking to bring about general reduction of freight 
rates on basic commodities. t 

No. 25755. Fraser Paper, Ltd., Madawaska, Me., vs. B. & Ar. 

Unreasonable rate, printing paper, Madawaska, Me., to Montreal, 
Que. Asks reparation. 

No. iY Cc. Swanston & Son, Swanston, Calif., vs. Ft. W. & D. C. 
et al. 

Unreasonable rates, cattle, North Fort Worth and other Tex. 
points to Swanston, Calif. Asks reparation. 

No. 25757. Louis Caplan, Burgettstown, Pa., vs. Pennsylvania. 

Unreasonable rate, scrap iron, Burgettstown, Pa., to Steuben- 
ville, O., and Weirton, W. Va. Asks rates and reparation. 

No. 25758. State of Iowa, ex rel. Board of Control of State Institu- 
tions, Des Moines, Ia., vs. C. M. St. P. & P. et al. 

Rates and charges, in violation Sections 1, 2 and 3, bituminous 
fine coal, Atkinson, Ill., to Oakton (Davenport), Ia. Asks rep- 
aration. 

No. 25759. Wheeling Corrugating Co. et al., Wheeling, W. Va., vs. 
N. & W. et al. 

Unreasonable rates, ammonium chloride (sal ammoniac), Na- 
trona, Pa., to Martins Ferry, Portsmouth and Steubenville, O. 
Asks rates and reparation. 


TRAFFIC MANAGERS 


T. J. MCLAUGHLIN 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases 
Departmental Service 
713 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations. and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE ns cape egy oe 


COMMERCE Formerly Attorney and Examiner 


Interstate Commerce Commission 


COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Phileade Building, Tulsa, Oklahoma 


Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


Traffic 
and 
Commerce 
Specialists 


Valuation 
Experts 


The Traffic World 


* Finance No. 9736—Application Northwestern Pacifie R. 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (¢) 
been added since the last issue of The Traffic World. New 
ments now on the Commission’s docket of dates later than 
shown will not bear asterisks when they de appear. Canceliai 
and postponements announced too late to show the change ip 
Oocket will be noted elsewhere. 


February 13—Griffin, Ga.—Examiner McChord: 
25549 Subs, 1 to 3, incl.)—Pomona Products Co. vs. Sou,} 
et al. 
February 13—Minneapolis, Minn.—Examiners Koebel and Paulsq 
17000, part 2—Western Trunk Line Class Rates 
February 13—Washington, D. C.—Examiner Johnston: 
Valuation No. 1132—In re valuation of Schoharie Valley Ry. 
February 13—Bristol, Tenn.—Examiner Sullivan: 
Finance No. 9373—Application N. & W. Ry. for permission to aly 
don a part of its Abingdon Branch in Ashe County, N. C. 


February 14—Washington, D. C.—Examiner Berry: 
1. & S. 3847—Coal Interstate R. R. mines to Lambert Point, Va, 


February 14—Washington, D. C.—Examiner Norpel: 
= _ No. 1131—In re valuation of Property of Kanawha (x 
tra y. 


February 14—Washington, D. C.—Examiner Lawton: 

Fourth Section Application No. 14964—Filed by J. E. Tilford, Age 
—Crushed granite from and to the south. 

Fourth Section Application No. 14878—Filed by Agent Jones—Br 
from Ohio, Ky. and W. Va. 

Fourth Section Application No. 14794—Filed by J. E. Tilford, Ag,ent 
en stone or marble (terrazzo aggregate) from and to t 
south, 


February 15—Washington, D. C.—Examiner Stiles: 
15682—-Missouri-Kansas-Texas R. R. vs. Kansas City Terminal } 


February 15—Argument at Washington, D. C.: 
a Bureau-Lynchburg Chamber of Commerce vs. §. A, 
y. et al. 
24167—Traffic Bureau-Lynchburg Chamber of Commerce—for Mu 
Bailey Lumber Co., Inc., vs. Southern Ry. et al. 
24897—Traffic Bureau-Lynchburg Chamber of Commerce vs. Sout 
ern Ry. et al. 
24810—Traffic Bureau-Lynchburg Chamber of Commerce vs. South 
ern Ry. et al. 
February 15—Washington, D. C.—Examiner Walter: 
Valuation No. 1134—In re valuation of Carbon County R. R. 


February 15—Washington, D. C.—Examiner Bradford: 
Valuation No. 1135—In re valuation of property of Rio Grande Cit 


Ry. 
February 15—Valdosta, Ga.—Examiner McChord: 
25582—Georgia Fertilizer Co. vs. A. B. & C. R. R. et al. 


February 15—Washington, D. C.—Commissioner McManamy: 
* 13413—Automatic train control devices. (Petition of C. I. & 
Ry. _ a 
February 16—Argument at Washington, D. C.: 
14472—Dolese Bros. Co. et al. vs. A. T. & S. F. et al. 
grouped therewith). 
February 16—Huntington, W. Va.—Examiner Sullivan: 
Finance No. 9207—Application N. & W. Ry. for permission to abat 
don its line between Lenore and Wayne, W. Va. 
February 16—Washington, D. C.—Examiner Borroughs: 
Valuation No. 1123—Berlin Mills Ry. 


February 16—Washington, D. C.—Examiner Davis: 

Finance No. 9811—Joint application of the Mountain States Tele: 
phone & Telegraph Company and George B. Holden, doing busines 
as the Ward Telephone Co., for a certificate that the acquisitio 
by the Mountain States Telephone & Telegraph Co. of the tel 
phone properties of said George B. Holden will be of advantage 
to the persons to whom service is to be rendered and in the 
public interest. 

Finance No. 9812—Joint application of New York Telephone Co ani 
Salisbury Center Teleprone Co., Inc., for a certificate that thé 
acquisition by the former company of the properties of the latte 
company will be of advantage to the persons to whom servitt 
is to be rendered and in the public interest. 

February 17—Augusta, Ga.—Examiner McChord: 

ee Carolina Asparagus Growers’ Assn. vs. Southern By. 
et al. 

February 17—Argument at Washington, D. C.: 

Ex Parte 103—In the matter of increases in 
and charges—fifteen per cent case, 1931. 


February 20—Chicago, Ill.—Examiner Trezise: 
1. & S. 3843—Coal from Indiana to Illinois. 

February 20—Chicago, Ill.—Examiner Disque: P 

* 1, & S. 3848—Horses—Chicago and E. St. Louis to C. F. A. points. 

February 20—Argument at Washington, D. C.: : 
17517—Rates on chert, clay, sand, and gravel within state of Georgi 

(and cases grouped therewith). 

February 20—Charlotte, N. C.—Examiner McChord: 
25398—Waldensian Baking Co. vs. A. T. & S. F. Ry. et al. 
25458—Granite Cordage Co. et al. vs. Sou. Ry. et al. 

February 21—Chicago, Ill—Examiner Disque: 

* 1, & S. 3840—Coal to Chicago Switching district. 

February 21—Argument at Washington, D. C.: 

24912 (and Sub. 1)—Eastern Shore of Virginia Produce Exchangé 
Inc., vs. Pa. R. R. et al. (and cases grouped therewith). 

ee Paper Manufacturing Co., Inc., vs. B. & O. R. R. 
et al. 

February 23—Chicago, Ill—Examiner Disque: 

* 1. & S. 3842—Mileage allowances on private refrigerator cars. — 
February 23—San Rafael, Calif.—Railroad Commission ot Ce 
. for 
mission to abandon its lines between Manor and Point Tey# 
Station and between Duncan Mills and Cazadero, in Marin 4! 

Sonoma Counties, Calif. 


(and cast 


freight rate 





